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But you can keep ahead 
of it by doing things bet- 
ter for less « « « « « 


Every business has an OVERHEAD. And in 
most cases, overhead is a troublesome, irksome, 
devilish thing that sticks close to your heels—and 
follows you wherever you go. While you can’t run 
away from it you can keep ahead of it by finding 
ways of doing things better for less. « « «Your pack- 
aging costs, for example, are unavoidable. Yet, ten 
to one, there is a better way of packing your prod- 
ucts—for LESS MONEY. « « « Hinde & Dauch 
Package Engineers and Designers, from 30 years 
of nation-wide experi- 
ence, are thoroughly 
qualified to analyze 
your present packag- 
ing system and to 


, 
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suggest (without obligation) such improvements that 
will save you money and lessen your overhead. « « « 
If your present packaging methods have not been re- 
vised recently, if you feel that your packaging costs 
ought to be reduced, then a post card or letter will 
insure instant engineering cooperation—and you 
won't be obligated. 


THE HINDE & DAUCH PAPER CoO. 


303 Decatur Street « Sandusky, Ohio 


Western Address: Kansas City Fibre Box Co., Packer's Station, Kansas City, 
Kan. Canadian Address: Hinde & Dauch Paper Company of Canada, Ltd., 
King Street, Subway and Hanna Avenue, Toronto 


HINDE and DAUCH 


Corrugated Fibre Shipping Boxes 
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View of San FRANCISCO 
FORMERLY YERBA BUENA iz 1846=7 


First Ships in San Francisco Bay 


were discharged by lighterage. But in 1847 William Squire 
Clark, equipped with a windlass and 1200 pounds of pig- 
iron ballast from a whaler, began putting down the piles 
for the Bay’s first wharf. It was built at Clark’s Point on 
Yerba Buena Cove, now the heart of the city’s commer- 
cial district. And in October, 1848, the first ship to dis- 
charge cargo on this wharf was the brig Belfast from New 
York. Immediately the price of goods went down and the 
price of waterfront lots went up. Wharf building became 
a major industry. Central Wharf, a combination emporium 
and promenade, became the glory of the waterfront and 


headquarters for those who ‘‘went down to the sea’”’ in ships. 
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USE McBEE 
VERTICAL-FLAT TARIFF FILES 


AKE wanted tariffs instantly avail- 

able without clerks leaving their 
chairs. This all-steel McBee equipment 
is designed especially to increase the 
efficiency of Traffic Departments. It is 
based upon the principle of bringing 
the tariffs to the clerk rather than com- 
pelling the clerk. to walk to the tariffs. 


McBEE VERTICAL-FLAT 
TARIFF FILES 


AN assembly near the clerk's 
desk puts tariffs within easy 
reach, saving time. Each drawer 
is a separate unit, permitting 
formation of single-unit drawers 
in floor space ordinarily wasted. 


All-steel. 





McBEE RATE DESK 
OMBINES desk and filing 


facilities, saving floor 
space. Asa file for numerous 
Traffic Department tariffs and 
records, it saves the time wasted on frequent 
trips between desk and filing cases. Alll-steel. 
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Happy Days Are Here Again— 
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Ready as Usual, to Meet the 
Increased Shipping Requirements 


The Service You Want— 
When You Want It 


SHIP AND TRAVEL 


Nickes Pate Roan 


‘‘THE EMBLEM OF GOOD SERVICE”’ 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





TRUCK CODE AND REGULATION 


T is not our intention to go into what seems to be 

a quarrel between the American Highway Freight 
Association and the more recently organized Federated 
Truck Associations of America; each seeks to be the 
representative organization of motor truck carriers and 
each may have some right and some wrong on its side. 
But the disagreement seems not to be entirely confined to 
organization considerations; it, apparently, goes to mat- 
ters of principle as to how trucks shall be regulated or 
controlled, the question having been brought into the 
limelight by the efforts to agree on a code for trucks, un- 
der the national recovery act. 

The attitude of the A. H. F. A. seems to be that 
now is the time to bring trucks under regulation and put 
transportation on a fair basis as between the railroads 
and the motor earriers. The attitude of the F. T. A. of A., 
on the other hand, seems to be quite the contrary, as 
witness its resolution calling attention to practices of 
the railroads in cutting rates to meet truck competition, 
such rates being alleged to represent less than the cost 
of the service. 

We do not doubt that, in some cases, rail rates may 
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have been cut below a proper level, though it is to be 
remembered that the railroads must always get permis- 
sion from the Interstate Commerce Commission or a 
state commission when they thus lower rates, and these 
bodies are supposed to be impartial-and to act only after 
due investigation, which investigation covers cost of 
service as well as other matters. But the railroads are 
not to be blamed for cutting rates to meet truck compe- 
tition whenever and wherever it seems to them wise and 
they can obtain permission to do so, for it is notorious 
that the trucks have long indulged in rate-cutting with- 
out any sort of control that amounts to anything. No 
one, we imagine, who knows anything about the subject 
will take the position that they never make rates that 
are not compensatory or that they are never influenced 
by the desire to take business away from their competi- 
tors, the railroads. This sort of thing will go on in- 
definitely—with the railroads, by the way, getting the 
worst of it, because they are not as free as their com- 
petitors to cut rates—until some sort of regulatory policy 
is adopted that will stop it; the motor carriers must 
be subjected to the same sort of regulation that governs 
their competitors and, until they are thus subjected, 
there is little profit in citing instances of unfairness. 
The code may not be the proper place to take care 
of this matter but, nevertheless, no fair code can be 
drafted without taking it into consideration, unless 
such code is confined strictly to the competition of mo- 
tor carriers among themselves. If the whole field of 
transportation is to be taken into account, then it must 
be realized that no adjustment worthy of the name can 
be arrived at without this question of unfair competi- 
tion between different kinds of carriers being more or 
less settled. The A. H. F. A. is to be congratulated on 
its attitude in this respect, both when considering a 
code and when advocating permanent legislation for 
equalization of regulation of all kinds of transport. _It 


strikes us as supremely funny for motor truck operators 
$$$ rn er cnr | EA i ~n eee 


to complain that the railroads cut rates to the injury 
of motor transport. 
N. R. A. AND PATRIOTISM 
HOUGH we receive many congratulations on our 
attitude with respect to N. R. A., we also receive 


many criticisms, the latter running the gamut from dis- 
agreement on economic grounds to accusations of dis- 
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loyalty and lack of patriotism because we express dis- 
approval of the national recovery act and the adminis- 
tration’s activities under it. 

Of course, anyone has a right to disagree with us 
on economic grounds and to express that disagreement, 
but when it comes to accusations of disloyalty, they are 
just silly. How shall we ever get any law that is unwise 
or unsound amended or repealed if those who disapprove 
it keep silent? Is the right of free speech to be suppressed 
because of an administration policy that is favored by 
many? Must everybody submit without a word of dis- 
agreement to a law that he thinks is unwise and un- 
sound? Have the critics of our attitude never themselves 
expressed disagreement with any law of the land? For 
instance, what was their attitude with respect to pro- 
hibition? Unless they are total abstainers we imagine 
they not only criticized the eighteenth amendment and 
the Volstead act, but actually disobeyed them. If they 
did not they are in the minority. What nonsense it is to 
accuse an opponent of a certain law or governmental 
policy of lack of patriotism. 

For ourselves, we have signed the President’s agree- 
ment (blanket code) and are abiding by it; we shall, 
when a specific code for our business is promulgated, 
sign that and abide by it; we do this not only because we 
have to do it in order to avoid consequences that might 
be serious, but because we believe every good citizen 
should obey the law, no matter what he may think of it. 
But, in the meantime, we shall continue to express our 
opinion that the national recovery act is unsound, unfair 
to business, and that it will not and cannot accomplish 
the ends it seeks. “If that be treason, make the most 
of it.” 

Whether it be treason or not, it is something in 
which increasing numbers of citizens are participating, 
though few of them are willing to come out in the open. 
If anyone doubts this he may observe it through the in- 

creasing number and the quality of statements and edi- 
torials in the daily press disagreeing with what is being 
done, and, more especially, the remarks that are made 
in groups of business men at their clubs and elsewhere, 
particularly where such men are gathered together for 
the purpose of discussing “codes.” 

We are proud of the fact that we were among the 
first, if not the very first, publicly to express our views 
against the communistic policy that is now being foisted 
on the business of this country. We believe the en- 
thusiasm for it is waning and that before very long it 
will not only cease to be popular, but will go the way of 
prohibition. In the meantime, let those who are so loose- 
mouthed about “disloyalty” and “lack of patriotism” 
think a little bit about a free press and free speech and 
consider what their own conduct has been when they 
were on the other side of the fence. Is their own opinion 
of what is sound or unsound to be the test of the loyalty 
of someone who disagrees with them? For that matter, 
we believe that, if thinking men and business leaders 
who recognized the unsoundness of this “new deal” had 
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been outspoken and courageous enough at the start to 
fight it, it would never have achieved its present apparent 
popularity. They were guilty of the form of cowardice 
that induces men just to “go along” in the hope that 
someone else will right things or that they will wobble 
right of themselves. Time will determine the right and 
the wrong for those who are unable or unwilling to fig. 
ure it out for themselves. 


A TRANSPORTATION PROGRAM 

T is a pleasure to note that the coordinator of trans. 

portation has begun to function under that part of 
the law creating him which instructs him to submit 
recommendations for permanent transportation legisla- 
tion. He has, in pursuance of this duty, sent a ques. 
tionnaire to motor truck operators with a view to 
determining the sphere in which truck transportation is 
more economical or serviceable than other means of 
transport. It is in this phase of his duties that we seem 
to have most to expect from the coordinator, since the 
other purpose of the act creating him—that of inducing 
or compelling the railroads to effect economies—has been 
lost in the confusion resulting from the enactment of 
the national recovery law, which has quite another end 
in view for industry, that end being expansion for the 
sake of increasing employment and thus restoring pros- 
perity. The coordinator, Mr. Eastman, has been busily 
engaged in endeavoring to induce the railroads to co- 
operate in the recovery program, regardless of the in- 
tent of the coordinator law, and they themselves seem 
to be at sea as to what they are expected to do under 
these two conflicting measures. Mr. Eastman must him- 
self have moments of doubt on this score, though he 
has given little sign that he appreciates the anomalous 
position in which he is placed. At any rate, unless con- 
ditions and national policies, as now directed by Presi- 
dent Roosevelt, change radically, there is little to be 
looked for from the coordinator law except the formula- 
tion of a permanent transportation policy to be submitted 
to Congress for legislative action. We believe that, under 
Mr. Eastman’s direction, something worth while will be 
evolved, at least so far as uniform treatment of all kinds 
of transport is concerned. 





RAILROAD CONCESSIONAIRE CODE 

The Railroad and Transportation Concessionaires’ Associa- 
tion has submitted a code of fair competition to the N. R. A. 
to cover their industry. The industry, as defined, includes any 
individual, partnership, association or corporation engaged in 
the operation of concessions on railroad trains, at railroad sta- 
tions, bus terminals, and airports. The nature and type of the 
concessions so operated consist chiefly of news stands, cigar 
stands, barber shops, lunch rooms, soda luncheonettes, parcel 
checking stands, boot black stands and comfort stations for 
the convenience of the traveling public. 

Hours of work provided in the code are 40 hours a week 
for office employes; 48 hours for other employes (female), and 
56 hours for other employes (male). Split shifts are recognized 
by the code, but not more than two may be employed in one 
working day, not exceeding twelve hours, 

The rates of pay are to be not less than 28 cents an hour 
in cities of 500,000 or more; 27, in cities ranging between 250,000 
and 500,000; 26, in cities ranging from 2,500 to 250,000, and 23 
cents in places of less than 2,500 population. From these rates 
2 cents an hour may be cut in states south of Mason and Dixon 
line, 
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Current Topics in 
Washington 





Were Washington itself better in- 
formed about the new order the N.R.A. 
is bringing about, it would be warranted 
in indulging in smiles over some of the 
questions that are coming in about the 
codes and reemployment agreements. 
The overhauling of the country’s industrial system is the one 
thing talked about in Washington almost to the exclusion of 
other topics. Cuba and her troubles are decidedly secondary. 

In Washington and other parts of the country the adoption 
of the codes bring leisure to workers even if they do not in- 
crease employment. Some of the leisure, seemingly, is devoted 
to the writing of questions about codes and agreements. One 
of the commonest questions is as to whether an employer whose 
staff of employes consists of one person is required to hire 
another. Akin to that is the query as to how many employes 
there must be before the employer is required to reduce hours 
so as to afford work for some other person. The answer to 
both is that unless the employe staff consists of more than 
three persons the law does not apply. 

Over in Alexandria, Va., a closed-down spark plug factory 
has what looks like a watchman sitting in a second story win- 
dow. It is a clothing store dummy watchman. No one has yet 
asked whether the applicable code requires the installation of 
another watchman. 


Nira Leisure 
Devoted to 
Asking Questions? 





Germany has forbidden the introduc- 
tion of new labor-saving machinery in 
the cigar industry. But the prohibition 
is only an emergency measure, it is ex- 
plained, and not an evidence of hostility 
toward technical progress generally. 

Cigar making in Germany, except for about 15 per cent of 
the product, is a by occupation in connection with farming, 
carried on in farm homes and homes in villages of farm workers. 
Seventy per cent of the cigar makers, 96,000 in number, live 
in towns and villages of fewer than 5,000 population. 

Fifty years ago in this country every small town or village 
had its small cigar-making shop. Each town had its own brands 
of “twofers” (two for five cents), a little better grade of three 
centers, five centers of the grade for which Vice President 
Marshall sighed, and the highest of all luxurious, the ten centers. 
Many of the men in the village shops were Germans who 
boasted of the excellence of their product composed of Havana 
and little Dutch filler, Connecticut binder, and Sumatra wrapper, 
all hand made with raw materials kept moist with a solution 
of rum, licorice, and water sprayed with an apparatus the 
operative power of which was supplied by the lungs of the 
cigar-maker. His not overly clean looking fingers also applied 
the licorice paste that held the wrapper in place. 

Germany is preserving the home cigar industry as one 
method of keeping the rural population away from the cities. 


Down With Cigar 
Making Machines, 
Says Germany 





Imperial Chemical Industries, Ltd., ac- 
cording to a report made public by the 
Department of Commerce, is going about 
the creation of a gasoline-from-coal industry 
in a serious way. A plant that will cost about 
2,500,000 pounds sterling is to be erected 
at Billingham-on-Tees with a capacity for converting 400 tons 
of coal a day into liquid fuel, the annual product being esti- 
mated at 100,000 tons of first grade gasoline. About 2,500 
operatives will be required in the plant. 

_This move is in anticipation of a preference of 4d an im- 
perial gallon to be granted to gasoline produced in Great 
Britain. That reference would be about six cents an American 
gallon, which, by most Americans, it is suspected, would be 
regarded as a heavy tax in favor of a domestic industry. 

But Great Britain and every other European country fears 
a day may come when it will not be able to obtain gasoline, 
though not by reason of the failure of the supply of crude 
petroleum ; the misfortunes of war are what they fear. Britan- 
nia has not shown any recession from her determination to 


Gasoline From 
Coal England’s 
Serious Aim 
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But British statesmen remember that Van Tromp 
sailed up the Thames and they have not forgotten that, imme- 
diately after the last war, they acknowledged that the allies 


rule the wave. 


rode to victory on a sea of American gasoline. That gasoline 
might not always be available in time of war; hence, the de- 
termination to create a domestic industry. Germany, Italy, and 
France are equally determined to make themselves independent 
in the matter of liquid fuel. 

The beet sugar industry owes its creation to the desire of 
Napoleon Bonaparte to have sugar while the British navy kept 
the cane sugar of the tropics out of France and the terri- 
tories she held. 





A man who proceeds on the assumption 
that rules of reason and logic control the 
government in Washington, it may be inti- 
mated, is gullible beyond measure. Reason 
and logic, it is generally believed, result in consistency of acts. 

The railroad emergency act creating a coordinator to bring 
about economical operation of the railroads and the national 
industrial recovery act, it may be suggested, are only one in- 
stance of inconsistency. Appropriation acts of the last ses- 
sion of Congress and allocations by the Federal Emergency 
Administration of Public Works, when placed in contrast, raise 
the question whether public servants have been playing a game 
of “now you see it and now you don’t.” 

When the appropriation acts were passed, the mouthpieces 
of the makers of congressional policy invited the public to 
consider how well they had done, slicing off $10,000,000 here 
and $17,000,000 there. They were compelling, they would have 
the public believe, the “government” to live within its income. 

For instance, millions were cut from the allowances for 
the Department of Commerce. Likewise the ax was used on 
the Department of Agriculture. Admirals and generals bounced 
out of their chairs with indignation on account of the things 
Congress had done to the departments which they ornamented 
and still bedizen. 

But allocations by Harold L. Ickes, public works adminis- 
trator, seem to tell a story considerably unlike the story the 
leaders of Congress unfolded in front of the eyes of a grateful 
people that had had to be careful with their pennies. 

Those who have good memories may be able to recall how 
much the leaders of Congress told the public they were saving 
in the appropriations for the Department of Agriculture. It 
was an eye-filling amount. But the dear people are not saving 
as much as they may have inferred they were saving when 
their servants in Congress passed the appropriation bill. 

Mr. Ickes, as public works administrator, in whose hands 
Congress placed $3,300,000,000 for public works, has already 
given that department $58,513,514 in addition to what Congress 
appropriated. 

The sums granted that department are for such things as 
agricultural engineering, whatever that may mean; animal in- 
dustry, which includes the eradication of animal diseases and 
the inspection of animals to see that no diseased cows get into 
the breakfast corned beef hash; plant quarantine, and entomol- 
ogy, the study of bugs. A big item in that $58,513,514 is forest 
highways, $15,000,000. 

Evisceration of the Department of Commerce, gloatingly 
performed in Congress by those who had lost their taste for 
the pet of Herbert Hoover, has been checked to the extent of 
allowances from the Ickes full basket totaling $6,698,202. 

Amelioration of harshness by Congress toward the Depart- 
ment of the Interior, over which Administrator Ickes also pre- 
sides, has been extended for a total of about $83,000,000, of 
which the Alaskan Railroad got $210,008; reclamation to bring 
into use more farm land and thereby intensify the farm prob- 
lem got $44,460,000, of which $28,000,000 went to Boulder Can- 
yon alone; the Casper-Alcova reclamation project got $22,700,000, 
and the Grand Coulee, Columbia basin, $63,000,000. The total, 
including loans, up to August 31, is $1,196,721,389. 

But the money was not going out fast enough to suit Mr. 
Ickes and his advisers, so a few days ago, according to his own 
announcement, “the Federal Emergency Administration of Pub- 
lic Works acted today to force states, cities, and other non- 
federal bodies to speed up their machinery and abandon dilatory 
tactics under the public works program under penalty of losing 
tentative allotments.” 

“Uncle Sam has lots of money—all borrowed. Hurry up or 
you won’t get your share,” might be the slogan. 


Come Ye and 
Borrow Money 





Objections already made by 
shippers to tariffs filed by carriers 
to prevent double reductions in 
some rates, by reason of the aboli- 
tion of the surcharge, indicate, it is believed, that the Commis- 


Surcharge Questions Up 
to the Commission 
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sion will have a knotty problem to solve before September 30. 
On that day the surcharges will pass out. 

The carriers generally have taken the position that, where 
they have reduced the basic rate to meet competition, they 
should not be required to stand another cut through a technical 
decision that because, in name, the whole rate contains a 
surcharge, a part of the rate, equal to the surcharge, shall come 
off on October 1. 

Only because the Commission in the fifteen per cent case, 
1931, said that, if a carrier desired to reduce a rate, the cut 
should be made in the basic rate, is there anything in such 
a rate that might be called a surcharge. If the Commission 
had allowed the carriers to deal with the whole rate in the 
usual way—that is, cutting off the amount that would enable 
the carrier to meet the competition—no such question as has 
been raised would exist. Generally, cuts have been more than 
the amount of the surcharge. In other words, the surcharge, 
and something more, has been hacked off. But, technically the 
surcharge is still there. That surcharge must come off Octo- 
ber 1 if the Commission makes what the railroads would, 
doubtless, regard as a ghastly technical decision, even to the 
extent of suspending the tariffs intended to add to the reduced 
basic rate the amount of the surcharge.—A. E. H. 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended September 2 
totaled 666,652 cars, the highest for any week so far this year, 
according to the car service division of the American Railway 
Association. 

This was an increase of 34,654 cars above the preceding 
week this year and an increase of 105,327 cars above the corre- 
sponding week in 1932 but 93,219 cars below the corresponding 
week in 1931. All commodities showed increases over the pre- 
ceding week except live stock, and forest products. All com- 
modities showed increases over the corresponding week last year 
except live stock, grain and grain products and merchandise less 
than carload freight. 

Miscellaneous freight loading for the week of September 2 
totaled 230,396 cars, an increase of 14,309 cars above the pre- 
ceding week and 33,782 cars above the corresponding week in 
1932 but 49,139 cars under the same week in 1931. 

Loading of merchandise less than carload lot freight totaled 
171,832 cars, an increase of 3,325 cars above the preceding week, 
but 2,513 cars below the corresponding week last year, and 46,454 
cars below the same week two years ago. 

Grain and grain products loading for the week totaled 32,407 
cars, an increase of 3,730 cars above the preceding week, but 
8,079 cars below the corresponding week last year and 5,841 cars 
below the same week in 1931. In the Western Districts alone, 
grain and grain products loading for the week ended September 
2 totaled 21,668 cars, a decrease of 5,459 cars below the same 
week last year. 

Forest products loading totaled 25,456 cars, 1,188 cars below 
the preceding week but 9,032 cars above the same week in 1932. 
It was, however, 2,487 cars below the same week in 1931. 

Ore loading amounted to 40,245 cars, an increase of 2,879 
cars above the week before, 34,256 cars above the corresponding 
week in 1932, and 5,090 cars above the same week in 1931. 

Coal loading amounted to 140,365 cars, an increase of 10,741 
cars above the preceding week, 34,936 cars above the correspond- 
ing week in 1932, and 7,346 cars above the same week in 1931. 

Coke loading amounted to 7,365 cars, 997 cars above the 
preceding week, 3,925 cars above the same week last year, and 
2,213 cars above the same week two years ago. 

Live stock loading amounted to 18,586 cars, a decrease of 
139 cars below the preceding week, 12 cars below the same week 
last year and 3,947 cars below the same week two years ago. In 
the Western Districts alone, loading of live stock for the week 
ended September 2 totaled 14,328 cars, a decrease of 102 cars com- 
pared with the same week last year. 

All districts, except the central western, reported increases 
in the total loading of all commodities compared with the same 
week in 1932. All disricts, except the Pocahontas which showed 
an increase, reported decreases compared with the correspond- 
ing week in 1931. 

Revenue freight loading by districts the week ended Sep- 
tember 2 and for the corresponding period of 1932 was reported 
as follows. 


Eastern district: Grain and grain products, 5,324 and 6,670; live 


stock, 1,851 and 1,803; coal, 32,178 and 25,073; coke, 2,148 and 1,160; 
forest products, 1,698 and 1,148; ore, 3,419 and 1,024; merchandise, 
L. C. L., 47,831 and 46,321; miscellaneous, 55,579 and 43,363; total, 
1933, 150,028; 1932, 126,562; 1931, 168,063. 

Allegheny district: Grain and grain products, 2,539 and 2,920; 
live stock, 1,361 and 1,395; coal, 37,541 and 23,390; coke, 3,042 and 


1,069; forest products, 1,300 and 759; ore, 8,716 and 637; merchandise, 
x », 34,378 and 36, 270; miscellaneous, 
1933, "138, 547; 1932, 102, 219; 1931, 154,362. 


49,670 and 36,779; total, 
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Pocahontas district: Grain and grain products, 219 and 281; liye 

stock, 246 and 263; coal, 36,958 and 27,250; coke, 255 and 195; for. 
est products, 786 and 403; ore, 260 and 45; merchandise, L. C, f, 
5,331 and 5,036; miscellaneous, 5,645 and 4,578; total, 1933, 49,709: 
1932, 38,051; 1931, 49,068. ; 

Southern district: Grain and grain products, 2,657 and 3,488; live 
stock, 800 and 707; coal, 17,550 and 15,760; coke, 363 and 219; forest 
products, 7,282 and 5,014; ore, 777 and 66, merchandise, i. C. I, 
28,995 and 59, 821; miscellaneous, 30,238 and 28, 193; total, 1933, 88 662: 
1932, 83,268; i931, 104,217. 

Northwestern district: Grain and grain products, 10,794 and 11,587; 
live stock, 5,554 and 4,635; coal, 5,942 and 4,695; coke, 1,302 and 581: 
forest products, 6,483 ‘and. 3,383; ore, 26,003 and 3,505; merchandise, 
L. C. L., 19,721 and 20,793; miscellaneous, 23,935 and 23,691; total, 
1933, 99, 734; 1932, 72,870; 1931, 111,457. 


Central western district: Grain and grain products, 8,005 and 


11,758; live stock, 7,056 and 7,756; coal, 6,632 and 6,148; coke, 152 and 
_ forest products, 4,754 and 3,281; ore, 822 and 541; merchandise, 
23,075 and 24,029; miscellaneous, 39,709 and 37,380; total, 


i. Des 
1933, 90, 205; 1932, 90, 978; 1931, 114,233. 

Southwestern district: Grain and grain products, 2,869 and 3,789; 
live stock,, 1,718 and 2,039; coal, 3,564 and 3,113; coke, 103 and 131: 
forest products, 3,153 and 2,436; ore, 248 and 171; merchandise, L, @ 
L., 12,501 and 13, 075; miscellaneous, 25,620 and 22,630; total, 1933, 


49, "176: 1932, 47 ,377; 1931, 58,471. 

Total, all roads: Grain and grain products, 32,407 and 40,486; 
live stock, 18,586 and 18,598; coal, 140,365 and 105,429; coke, 7,365 and 
3,440; forest Products, 25, 456 and 16, 424; ore, 40, 245 and 5,989; mer- 

is 171, $32 and 174, 345; miscellaneous, 230, 396 and 


chandise, Rites 
196,614; total, 1933, 666, 652; 1932, 561, 325; 1931, 759,871. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 

Four weeks in January ............ 1,910,496 2,266,771 2,873,211 
Four weeks in February ........... 1,957,981 2,243,221 2,834,119 
Four weeks in March .......ccccees 1,841,202 2,280,837 2,936,928 
WIGS WOGKS 1 ADT .icccccccvvecse 2,504,745 2,774,134 3,757,863 
WOU WOGNS Th BABY oc iccccccticece 2,127,841 2,088,088 2,958,784 
POUPr WOGES TM SURE <ucccccccccevccs 2,265,379 1,966,488 2,991,950 
BPUVG WEGRR BR DUNG occcscccccsccece 3,108,813 2,420,985 3,692,362 
Four weeks in August ............ 2,502,714 2,064,798 2,990,507 
Week ended September 2 ......... 666,652 561,325 759,871 

MEE. Gus ea dhcin wea cpnewaneaepeee 18,885,823 18,666,647 25,795,595 


LIGHTER BOX CAR TO BE TRIED 


With a view to bringing about a still further reduction in 
the weight of freight cars without any decrease in capacity or 
strength and at a reduced cost of construction, the American 
Railway Association has announced that it has had built five 
sample all-steel 50-ton capacity box cars which are nearly 4,000 
pounds or two tons lighter in weight than cars of the same 
capacity previously constructed. 

Designs for these cars were prepared in conjunction with 
car manufacturers, by a committee on car construction of the 
American Railway Association, which for some years has been 
studying the question as to how to bring about a reduction in 
weight and cost of freight cars. By merely changing trucks, 
these cars can be converted from 50-ton to a 40-ton capacity 
cars. 

These box cars have just been completed and have been 
turned over to the American Railway Association, which, in 
cooperation with the various railroads, will put them through 
rigid tests in order to determine whether they have any possible 
weaknesses and whether they will hold up under present day 
railroad operation. On the results of these tests will depend 
whether box cars constructed in the future according to this 
design will be placed in general use on the railroads of the 
United States. 

The cars built for the American Railway Association in 
appearance are practically the same as the 50-ton capacity 
steel box cars now in use. The reduction in weight without 
sacrificing capacity or strength has been brought about by a 
better arrangement of the steel frame work of the car. The 
cars are designed to the widest width and height that can be 
freely interchanged between the various railroads. The inside 
dimensions of the new cars are: Length, 40 feet 6 inches; width, 
8 feet 914 inches, and height, 9 feet 4 inches. 

The committee is also studying the possibility of bringing 
about further reduction in weight of this car by the use of 
lightweight alloy materials without unwarranted first cost for 
such materials. 

The committee on car construction has been studying the 
construction of steel-frame, steel-sheathed box cars for many 
years with a view to designing a car of that type that would be 
a standard for all the railroads in this country and would pro- 
vide reduced weight without any reduction in capacity. In 
1923, a car of that design was developed and approximately 
70,000 have been built and placed in service. Experience with 
this equipment has shown the necessity for changes in design. 
The cars now constructed embody the results of experiments 
and tests that have been made in the past and represent the 
latest and most practical box car so far as weight, cost, con- 
struction, strength and general utility are concerned, that has 
been designed. 
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PROPOSED REPORTS 


Yarn 


No. 25821. Portage Hosiery Co. vs. C. M. St. P. & P. By 
Examiner Paul R, Naefe. Dismissal proposed. Rates, yarn, any 
quantity, Rochelle, Ill., to Portage, Wis., not shown to be un- 
reasonable or unduly prejudicial. 


Hardwood Logs 


No. 25829. Tennessee Eastman Corporation vs. L. & N. et 
al. By Examiner L. J. P. Fichthorn. Rates, hardwood logs, 
Grays Knob and Berger, Ky., to Kingsport, Tenn. unreasonable 
to extent it exceeded or may exceed 11.5 cents prior to Decem- 
per 1, 1930, and 10 cents thereafter, minimum 40,000 pounds. 
New rate and reparation proposed. 


Shell-Pax 


No. 25927. Shellmar Products Co. vs. Alton et al. By 
Examiner W. H. Smith. Less than carload ratings in the three 
big classification territories for “Shell-Pax,” a type of cello- 
phane and cardboard package or envelope, unreasonable and, 
in relation to the lower ratings for bags made of paper and 
cellophane, unduly prejudicial. Proposed to be found unreason- 
able to extent ratings exceeded or may exceed second class 
and unduly prejudicial to the extent they may exceed the less 
than carload ratings for bags made partly of paper and partly 
of cellophane. 

Railway Mail Pay 


No. 9200. Railway Mail Pay. In the matter of the appli- 
cation of the New Jersey & New York Railroad Co. for classi- 
fication as a separately operated railroad. By Examiner Frank 
BE. Mullen. Dismissal proposed. New Jersey & New York Rail- 
road proposed to be found not to be a separately operated rail- 
road within the meaning and findings of this case, 144 I. C. C. 
675 and 165 I. C. C. 774. Mullen said that the road was an 
integral of the Erie system. 


Hay 


No. 25735, Joe Collins vs. A. T. & S. F. et al. By Examiner 
John Davey. Rate, hay, points in southeastern Kansas to des- 
tinations in Texas proposed to be found unreasonable to extent 
they exceeded 40 cents from Benedict to Ft. Worth, Iola to 
Electra, Rose to Ft. Worth, Rose to Lillian; 43.5 cents, Fredonia 
to Granbury, Iola to Rosser, La Harpe to Rosser, Neodesha to 
Breckenridge, Penfield to Grandview, Rose to Gossett, Piqua to 
Forreston, Westphalia to Breckenridge; and 48 cents La Fon- 
taine to Stanton. Reparation proposed. 

Hogs 

No. 25773, J. E. Renner et al. vs. A. T. & S. F. et al. By 
Examiner Harold M. Brown Carload rates charged, hogs, cer- 
tain points in Kansas and Keyes, Okla, to Los Angeles, Calif., 
transited at Garden City or Dodge City, Kan., inapplicable in 
part as shown in a table not herein reproduced. Applicable 
rates also shown in that table. Reparation proposed. 


STEEL VIA ATLANTIC PORTS 


In a proposed report in fourth section application No, 14823, 
iron and steel articles to south Atlantic ports, Examiner C. K. 
Glover has recommended that the Commission grant relief from 
the long and short haul part of the fourth section to carriers 
to Curlett’s I. C. C. A-347 and Jones’ I. C. C. 2467 permitting 
them to establish rates on iron, steel articles, and tin terne 
plate, via circuitous routes, from points in trunk line and cen- 
tral freight association territories to Charleston, S. C., Savannah, 
Ga., and Jacksonville, Fla., via the ports of New York, Phila- 
delphia and Baltimore, subject to the 3314 and 50 per cent cir- 
cuity and lowest combination limitations. 

Rates on the basis of 30 per cent of the first class rates 
are in contemplation for all-rail routes between southern and 
official territories. In connection with the revision of the all- 
rail rates the applicants in this case said they desired to es- 
tablish sixth class rates over the routes considered in this 
application, with combination rates as maxima from points in 
trunk line territory, and from points in central territory on 
the basis of the same differences over the rate from Pittsburgh, 
to the south Atlantic ports as existed in the rates from central 
territory to Baltimore, on the one hand, and the rate from 
Pittsburgh to Baltimore, on the other. 

The examiner said that the present rail-and-water rates 
were substantially lower than those now proposed. The car- 
riers said the present rates were not included within the pur- 
view of the southern class rate revision and were not revised 
following the decision in that case; that the sixth class rail-and- 
water rates were not a fixed percentage of the first class; and, 
that, due to a lower basis of class rates effective over rail-and- 
water routes, the class basis proposed would more nearly ap- 
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proximate the basis of 30 per cent of first class contemplated 
for application over the latter type of routes. 

The examiner said that a representative route over which 
departures would occur was that from Youngstown, O., to 
Charleston, composed of lines of the New York Central system 
to New York and the Clyde Steamship Co. beyond, 1,012 miles 
and 46 per cent circuitous. The short route, he said, was over 
the Pittsburgh & Lake Erie, to Connellsville, Pa., Western 
Maryland to Baltimore, and the Baltimore & Carolina line be- 
yond. The earnings over that departure route, he said, were 
9.9 mills a ton-mile, 32.7 cents a car-mile and $331.30 a car. 
The earnings by the car and by the mile, he said, were based 
on a loading of 66,260 pounds, the average loading in official 
territory in 1928 of iron and steel articles rated fifth class. 

The record, Examiner Glover said, showed that the rates 
sought to be established would be reasonably compensatory for 
the service performed over routes limited as hereinbefore set 
forth. 


COMMISSION REPORTS 


Brick 


No. 23847, Denver Fire Clay Co. vs. Apache et al., two sub- 
numbers thereunder, Standard Fire Brick Co. vs. Same and 
Associated Jobbers & Manufacturers vs. Same; No. 24574, Moc- 
tezuma Copper Co. et al. vs. A. T. & S. F. et al. and No. 24795, 
Calumet & Arizona Mining Co. vs. Same. By division 2. Report 
written by Commissioner Aitchison. Upon further consideration, 
finding in former report, 192 I. C. C. 543, as to carload rates, 
brick and related articles, Denver and Pueblo, Colo., and Los 
Angeles, Calif., to destinations in Mountain-Pacific territory, 
modified so as not to apply to rates to destinations on the nar- 
row-gage lines of the Denver & Rio Grande Western. 


Scrap Iron and Asphalt 


No. 25135, increases in intrastate freight rates and charges, 
part 4, Kentucky. By division 2. Supplemental report. Prior 
report and order requiring maintenance on intrastate commerce 
in Kentucky of rates not lower than those then in force, plus 
surcharges corresponding to the surcharges maintained on in- 
terstate traffic, modified to except therefrom intrastate rates, 
scrap iron, Maysville to Ashland, Ky., and asphalt, in tank 
cars, Leach to Catlettsburg, Ky. An order reopening this case 
was issued coincidentally with the promulgation of the report. 


Crude Petroleum 


No. 25135, increases in intrastate freight rates, part 7, Mon- 
tana. By division 2. Supplemental report. Prior report, 186 
I, C. C. 615, modified so as to except therefrom intrastate rate, 
crude petroleum, Hardin to Laurel, Mont. The case was re- 
opened at the time the report was issued. 


Scrap Iron, Etc. 


No. 25135, increases in intrastate freight rates and charges, 
part 13, West Virginia. By division 2. Supplemental report. 
Prior report, 191 I. C. C. 351, modified so as to except there- 
from intrastate rates, sand and gravel, Parkersburg to Ellen- 
boro, W. Va., scrap iron or steel and old axles, tires, and rails 
from various West Virginia points to Fairmont, W. Va., and 
bituminous coal from mines in West Virginia on the Kelly’s 
Creek Railroad to Belle, W. Va. 


Pig Iron 


No. 25938, surcharges on intrastate traffic within the state 
of Ohio. By division 2. Supplemental report. Prior report, 
modified so as to except therefrom intrastate rates, pig iron, 
Toledo to Lowellville, O., and intermediate points. The case 
was reopened at the time the report was issued. 


Pacific Coast Fourth Section 


Fourth section application No. 13457, Pacific coast fourth 
section application, embracing also application Nos. 14536 and 
14631. By division 2. Carriers authorized, in eleventh supple- 
mental fourth section order No. 10425, to establish rates over 
the routes of the Southern Pacific and A. T. & S. F., through 
Stockton, Calif., or Los Angeles, Calif., on the commodities 
mentioned in the relief granted in 190 I. C. C. 278, to and from 
Washington and Oregon ports and points within the switching 
limits of the ports the same as the rates over the direct routes 
of the Southern Pacific. The rates over the additional routes 
will be subject to the conditions attached to the relief rates 
over the direct routes. 

Coal 


No. 20262, Higginbotham-Bartlett Co., Inc., vs. A. T. & S. F. 
et al. and No. 20307, Amarillo Board of City Development et al. 
vs. Same, and No. 20425, Cicero Smith Lumber Co. vs. Same. 
By division 3. Report by Commissioner Aitchison. Findings in 
No. 163 I. C. C. 285, that rates, coal, southern Colorado and 
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northern New Mexico destinations in Texas, New Mexico, and 
Oklahoma were unreasonable, supplemented so as to include a 
rate $4.40 to Stinnett, Tex., a destination point not included in 
previous finding. Reparation awarded. Commissioner Tate 
dissented, 

Fourth Section Application No. 14871, water-competitive 
rates in California. By division 2. Los Angeles & Salt Lake 
and Southern Pacific Co. (Pacific Lines) authorized in fourth 
section order No. 11365 to establish and maintain class rates 
between Alameda, Oakland and San Francisco, Cal., on the one 
hand, and Salt Lake stations in California, on the other, also 
southbound commodity rates on coffee, fish, oil and vegetable 
oil from and to those points without observing the long-and- 
short haul part of the fourth section at intermediate points to 
meet carrier competition on the basis of rates maintained by the 
Southern Pacific between the northern ports and Southern Pacific 
stations in close proximity to Salt Lake stations. 


COMMISSION ORDERS 


No. 25965, E. R. Blaisdell Co. vs. C. & O. et al. D. & H. Co. 
aon D. & H. Railroad Corporation dismissed as parties defendant 

ereto. 

No. 23847 (and Sub. 1 and 2), Denver Fire Clay Co. vs. Apache 
et al., No. 24574, Moctezuma Copper Co. et al. vs. A. T. & S. F. et al., 
and No. 24795, Calumet & Arizona Mining Co. vs. A. T. & S. F. et al. 
Proceedings reopened for further consideration of record as made 
for purpose of determining whether the rates prescribed in the 
original report herein should be established to points on petitioner’s 
narrow-gage lines in New Mexico. 

Finance No. 7415. Application P. & W. V. Application dismissed 
upon consent of P. & W. V. ' 

No. 23868 and Subs. 1 to 8, incl., Swift & Co. et al. vs. A. T. & 
S. F. et al. National Wool Growers’ Association permitted to inter- 
vene. 

No. 26065, General Food Sales Co., Inc., et al. vs. M. C. et al. 
Railroad & Warehouse Commission of Minnesota permitted to inter- 


vene. 
No. 26082, Hansen Packing Co. vs. O. S. L. et al. Swift & Co. 
permitted to intervene. 

No. 26066, Bay Chemical Co., Inc., vs. A. T. & S. F. et al. 
santo Chemical Co. permitted to intervene. 

Fourth Section Application Nos. 4309 et al., berries from, to and 
between points in southern territory. Petition filed by J. E. Tilford, 
agent, dated August 17, 1933, for a further modification of fourth 
section order No. 11098, berries, from, to and between points in 
southern territory entered therein, denied, sufficient justification 
not having been shown, 

Finance No. 10134, application of Vicksburg Bridge & Terminal 
Co. for a certificate to operate a railroad between Delta, La., and 
Vicksburg, Miss. Vicksburg Chamber of Commerce of Vicksburg, Miss.; 
Meridian Chamber of Commerce of Meridian, Miss.; Chamber of 
Commerce of Monroe and West Monroe, La.; Shreveport Chamber of 
Commerce of Shreveport, La.; and Jackson Chamber of Commerce of 
Jackson, Miss., permitted to intervene. 

No. 25853, American Highway Freight Association, Inc., vs. S. E. 
Express Co. et al. Memphis Freight Bureau permitted to intervene. 

No. 26057, Board of Commissioners Lake Charles Harbor & Ter- 
minal District vs. A. T. & N. et al. Board of Commissioners of 
Port of New Orleans permitted to intervene, 

No. 18451, Muscle Shoals Oil Co. et al. vs. A. & V. et al., and 
cases grouped therewith. Effective date of order heretofore entered 
— proceedings on June 13, 1933, is postponed to November 1, 

Finance No. 9479, Kansas City, Kaw Valley & Western bonds. 
Application of June 20, 1932, as amended, denied. 

No. 26108, Chamber of Commerce of El Dorado, Ark., vs. A. T. & 
S. F. et al. Ft. Smith Traffic Bureau permitted to intervene. 

No. 26087, Ft. Worth Grain & Cotton Exchange vs. M.-K.-T. et al. 
Bewley Mills, Ralston Purina Co. of Texas, Universal Mills, Ft. Worth 
Freight Bureau, Ft. Worth Chamber of Commerce, Tex-O-Kan Feed 
Mills and Conkey Feed Mills permitted to intervene. 

No. 17304. International Oil Co. et al. vs. A. & S. et al. Western 
Oil & Fuel Co., Texas Co., D. E. Manney and C. J. Taylor and Herb 
C. Carpenter, co-partners, doing business under the name of Valley 
Oil Co., permitted to intervene. 


Mon- 


PETITIONS FOR REHEARING, ETC. 


No. 24437, Milligan & Higgins Glue Co. vs. B. & M. et al. Com- 
plainant asks oral argument, review anA consideration by full 
Commission. 

No. 24992 (and Sub. 1 and 2), Roxbury Iron & Metal Co., Inc., vs. 
N. Y. N. H. & H. et al. Complainants and intervener ask reconsidera- 
tion of findings of facts and conclusions of law and as to the unrea- 
sonableness of rates in the past and future and as to awarding 
reparation, on the record as made. 

No. 16323, Scott County Milling Co. et al. vs. Butler County et al. 
and cases grouped therewith. Complainants in No. 22196, A. L. Hill 
vs. C. & E. I. et al., and No. 23663, Will Mayfield College vs. C. & E. I. 
et al., ask reconsideration in respect to the level of rates prescribed 
and in respect to the denial of an award of reparation ‘on past 
shipments. 

No. 17000, part 8, rate structure investigation, cottonseed, its 
products, and related articles. The western trunk line carriers have 
filed a second supplemental petition for reconsideration and a further 
modification of the Commission’s findings and order, dated November 
— as modified by orders dated July 31, 1933, and August 18, 
933. 

No. 23842, State Corporation Commission of Virginia et al. vs. 
N. & W. and cases grouped therewith. Traffic Bureau-Lynchburg 
Chamber of Commerce asks for reopening of these proceedings only 
to the end that its members may be given opportunity to prove pay- 
ment and bearing of freight charges. 

No. 25227, Vassar Swiss Underwear Co. vs. Virginian et al. De- 
fendants ask reconsideration upon the record. 

No. 25659, Leader Iron Works, Inc., vs. Wabash and Walter S. 
Franklin and Franklin C. Nicodemus, Jr., receivers. Complainant 
asks for reconsideration by entire Commission of report by division 
3 (mimeographed, decided August 4, 1933). 
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No. 25457, Goldcamp Mill Co., Inc., vs. A. C. & Y. et al. De- 
fendants ask reopening and reconsideration by entire Commission 

No. 24452 and Sub. 1, Atlantic Steel Co. vs. C. & O. et al. De: 
fendants ask modification of order dated February 18, 1933, by ex. 
cepting from the provisions thereof the necessity of publishing the 
prescribed rates via the Elkhorn City, Ky., and St. Paul, Va., gate. 
ways. 

No. 24426, Edgar Plastic Kaolin Co. vs. A. C, L. et al. and cases 
grouped therewith. Defendants ask reopening, reargument and re. 
consideration with respect to rates for the future. 

No. 24848, International Pulp Co. et al. vs. N. Y. C. et al. ang 
cases grouped therewith. .Defendants ask reconsideration of decision 
of division 3, in so far as it finds the rates on tale from Hailesboro 
and Emeryville, N. Y., to official territory unreasonable in the past, 
and awards reparation. 

No. 25154 and Sub. 1 and 2, Breyer Ice Cream Co. et al. vs. Penn- 
sylvania et al. Complainants ask reargument. 

No. 25270, Calcite Quarry Corporation et al. vs. Reading et a], 
Complainants move to amend the complaint and to reopen the case 
to receive additional testimony and in the light of the additiona| 
testimony to have the examiner file a supplementary proposed re- 
port and to stay the time of filing of present exceptions. 

No. 25511, Maine Potato Growers & Shippers’ Association vs. B, 
& Ar. and No. 25679, Town of Searsport, Maine, et al. vs. B. & Ar 
Complainants ask for oral argument and/or reconsideration. 

Finance No. 9619, Wisconsin Central Railway et al. proposed 
abandonment. Protestants ask postponement of effective date of 
order and reopening for further hearing and reconsideration. 


SUSPENDED TARIFFS 


In I. and S. No. 3911, the Commission has suspended from 
September 14 until April 14 schedules in supplement No. 18 to 
Canadian Pacific I. C. C. No. E-2450, Canadian National I. C. C¢. 
No, E-392, supplement No. 41 to Curlett’s I. C. C. No. A-273, and 
others. The suspended schedules propose to revise the rates 
on imported and intercoastal woodpulp, in carloads, from north 
Atlantic ports to points in New York state and in central freight 
association territory via standard and differential routes, result- 
ing in both increases and reductions. The following is illustra- 
tive, rates being in cents a 100 pounds: 


From New York, N. Y. 


Present Proposed 
To A B 
Pe SS Is Bn 6066 Gdn oe eowessomseawseenee *20% #22 
SRS EL. c.cunsnehivedewawenseaetnew makeoeees #35 *35 
SS | ES,» i sicp nhs ed tehihvc wl waowraee dia Sis ee acoraias-4- 8% 738% 738 


A—Subject to emergency charge. 
B—Not subject to emergency charge. 
*—Applicable via differential routes. 
j—Applicable via standard routes. 


In I. and S. No. 3910, the Commission has suspended from 
September 10, until April 10 of schedules in supplement No. 38 
to Seaboard Air Line I. C. C. No. A-7207. The suspended sched- 
ules propose to establish rates on coal, carloads, from Brookston, 
Ala. (a new station on the Seaboard Air Line Railway near Bir- 
mingham), to certain stations in Georgia on the Seaboard Air 
Line Railway between Atlanta, Ga., and Birmingham, Ala., in- 
cluding the Cartersville, Ga., branch, on a basis lower than the 
Birmingham Group rates. 

The following is illustrative, rates being in cents a ton of 
2,000 pounds. 


From Brookston, Ala., to Cedartown, Ga., present rate 214, pro- 
posed rate 160; from Brookston, Ala., to Rockmart, Ga., present rate 
237; proposed rate 166; from Brookston, Ala., to Cartersville, Ga., 
present rate 259, proposed 166. 


In I. and S. No. 3909, the Commission has suspended from 
September 11 until April 11 schedules in supplement No. 2 to 
Chicago, Rock Island & Pacific I. C. C. No. C-12339, supplement 
No. 1 to Missouri Pacific I. C. C. No. A-8342, and supplement No. 
1 to St. Louis-San Francisco I. C. C. No. 9765. The suspended 
schedules propose to establish an arrangement permitting the 
application of Memphis, Tenn., inbound cottonseed billing on 
outbound products from West Memphis, Ark., on shipments mov- 
ing between stations on the Chicago, Rock Island & Pacific Rail- 
way, the Missouri Pacific Railroad, and the St. Louis-San Fran- 
cisco Railway in Arkansas, Oklahoma, Louisiana, Missouri and 
Kansas, which would result in reductions. 


CHANGES IN DOCKET 


Hearing in Ne. 25924, Jewel Tea Co., Inc., vs. E. J. & E. Ry. et al., 
assigned for September 14, at Chicago, IIl., before Examiner Trezise 
was canceled. 

Hearing in |. & S. 3899, Tobacco (unmanufactured) in the South, 
assigned for September 12, at Washington, D. C., before Examiner 
Disque was canceled and reassigned for October 12, at Washington, 
D. C., before Examiner Disque. 

Further hearing in No, 22298, Graver Corp. vs. E. J. & E. Ry. et 
al. (fer purpose of determining amount of reparation due complainant 
under findings in this case), assigned for September 14, at Chicago, 
oe ween Examiner Trezise, was canceled and reassigned for Sep- 
ember 13. 





VALUATION REPORTS 


Valuation No. 1121, Valley & Siletz Railroad Co., opinion No. 
B-858, 43 Val. Rep. 353-64. Final value for rate-making purposes of 
the property owned and used for common carrier purposes found 
to be $1,150,000 as of December 31, 1927. 
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september 16, 1933 


PROTECTIVE RATE INCREASES 


The Trafic World Washington Bureau 


Many tariffs have been received by the Commission in 
which railroads are proposing to make increases in rates equal 
to the volume of the surcharge which expires on September 30. 
In a few instances the Commission has given sixth section per- 
mission enabling carriers to file such tariffs on thirty days’ no- 
tice, the sixth section permission being necessary to enable them 
to get the tariffs to the Commission’s files in disregard of tariff 
filing rules. 

In instances where sixth section permission of that charac- 
ter has been granted the increases, equal to the surcharges, are 
peing added to basic rates that were reduced by the carriers to 
enable them to meet motor truck or water carrier competition. 
Typical of that character of permissions are those granted to 
E. B. Boyd as the agent of Gulf port lines, his application Nos. 
5352, 5348, and 5366, covering canned goods and woodpulp, eats 
other things. (See Traffic World, Aug. 19, p. 313.) 


An idea appears to be abroad among shippers that the car- 
riers generally are endeavoring to add amounts to their basic 
rates equaling the surcharges regardless of whether the basic 
rates have been reduced. Protests have been sent to the Com- 
mission against such action. The protests are general in their 
nature and, so far as known, they do not specify tariffs in which 
it is proposed to make increases in the basic rates, except in 
instances where the basic rates were reduced on account of a 
desire to meet competition. 


In the event proposals are made to increase the basic rates 
in instances where they were not cut to meet competition, it is 
the general idea around the Commission the increases will not 
be allowed unless the proposing carriers are able to make a 
strong showing in their behalf. In the case of increases in rates 
that have been reduced to meet competition, equal to the amount 
of the surcharges, it is believed the Commission will be averse 
to issuing suspension orders. The reductions were made in the 
basic rates for no reason other than that the Commission in 
its decision in Ex Parte 103, the case in which the surcharges 
were permitted, said that if reductions were desired on account 
of competition they should be made in the basic rates and the 
surcharges left undisturbed. 

Reductions made on account of competition brought the 
total of the basic rate plus the surcharge below the level of the 
basic rates prescribed or approved by the Commission. Tariffs 
filed to increase the basic rates by the amount of the surcharges 
that the Commission has said may not be continued after Sep- 
tember 30 are regarded by the railroads as being in a class by 
themselves and not logically subject to protest and suspension 
because they are not in disregard of decisions or approvals by 
the Commission in the level of the basic rates. 


HOCH-SMITH GRAIN HEARING 


With another week of the Hoch-Smith grain hearing com- 
pleted and a half dozen more witnesses on and off the stand, 
something like the beginning of the end of testimony in the 
greatest of all the Commission proceedings, from the point of 
view of word production, was in sight, or was thought to be. 
Diligent readers of the Traffic World will know that the ref- 
erence is to the hearing before Examiners Mackley and Hall 
in the reopened docket 17000, part 7, involving the rates in 
Western Territory and for export. With considerable confi- 
dence, the prediction was made this week that the export phase 
of the case would be reached by the early part of next week. 
That phase is not expected to take long, comparatively speak- 
ing, and is to be followed by rebuttal of the carriers. Con- 
clusion of the hearing by the first of October was thought not 
unlikely, though such estimates are invariably accompanied 
with a word of caution as to their reliability. 

St. Louis, Evansville, Ind., and the Southwestern Millers’ 
League supplied the witnesses this week. 

The Evansville witnesses were Leslie LaCroix, traffic man- 
ager of the Evansville Chamber of Commerce, and P. W. Prich- 
ard, manager of the grain department, Igleheart, Inc. They 
both stressed the necessity, as they saw it, for a revision in the 
Illinois rates to Evansville in line with any adjustment made in 
the west to the various gateways, and also pointed out the 
importance of maintaining the relative adjustment from Indi- 
ana to Evansville, though rates from there are not regarded 
as in issue in the proceeding. 

Mr. LaCroix particularly dwelt on a plea for the removal 
of a 6-cent differential, Evansville over Memphis, on grain 
from Memphis to Louisville and the southeast, with transit at 
Evansville. He explained that when the part 7 rates, under 


the former decision, went into effect, Evansville had sought 
to obtain transit under the direct rates from Memphis to Louis- 
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ville and the southeast, but that, though transit was granted, 
the 6-cent arbitrary was added. 
The case of the St. Louis market was completed with the 


cross-examination of A. T. Sindel, traffic commissioner, Mer- 
chants’ Exchange of St. Louis, and commercial testimony by 
T. K. Martin, president of the Merchants’ Exchange, and A. J. 
Shulte, member of the exchange and president of a commis- 
sion company. The competitive situation with reference to 
grain originating in Illinois and Iowa was the main subject of 
their remarks. 

Mr. Martin was largely concerned with the results of the 
decision, in 1926, in docket 15511, following which, he said, 
his company had been unable to compete with Chicago in draw- 
ing grain from northwestern Iowa, the same applying in some 
degree to the southwestern Iowa production. 

As to the relative adjustment from Illinois to St. Louis, 
Mr. Shulte said that it was impossible for the St. Louis buyer 
to draw grain from the territory from which the local rates into 
St. Louis were higher than the so-called lake proportionals 
to Chicago. That territory, he said, extended right up to the 
“back door” of St. Louis. He asked for an adjustment to St. 
Louis equivalent to that enjoyed by Chicago under the lake 
proportionals. Referring to the alleged disability of St. Louis 
to draw grain from Iowa under the adjustment that resulted 
from the decision in docket 15511, he pointed out that, prior 
to that decision, the rates from southwestern Iowa were gen- 
erally four cents under the rates from the same territory to 
Chicago, and that that differential had been reduced to from 
1 to 2 cents. Some correction of that “disadvantage,” he held, 
must be made to permit St. Louis to compete for that grain. 

A somewhat radical realignment of the relative adjustment 
from the southwest to Chicago and the east, as compared to 
that maintained from the northwest via Minneapolis was sought 
by I. M. Herndon, secretary and traffic manager, Southwestern 
Millers’ League. The present rate from the Missouri River 
markets to Chicago is 17% cents, as against a rate of 13 cents 
from Minneapolis to Chicago. Mr. Herndon insisted that a 
proper adjustment would not reflect a difference of more than 
1 cent, the Missouri River-Chicago rate over the rate from 
Minneapolis and Duluth to Chicago, and that east of Chicago 
the rates on southwestern wheat should be 1 cent under those 
applicable to shipments from Minneapolis. In effect, he sought 
complete equalization as between the through transportation 
charges to the east from these two great producing territories. 
He contended the relative distances and transportation condi- 
tions really justified an equality of rates from the Missouri 
River markets and from Minneapolis and Duluth to Chicago, 
but that, in no event, should the former be more than a cent 
over the latter. There was no reason, he held, for extending 
the Missouri River-Chicago rate to gateways north of Milwau- 
kee, and he was not disposed to ask that it even be extended 
to Milwaukee. Considerable evidence was presented to refute 
the contention that the Minneapolis-Duluth rate to Chicago was 
“water compelled.” 

Among other things, he asked for removal of the flour 
differential, where it applies, placing flour and wheat on the 
same basis; for uniform rates on phosphate and prepared flours 
on the flour basis, and for a modification of the so-called three- 
way rule, eliminating the extra charge now assessed in some 
instances where a longer line meets the rate of the direct 
route, under fourth section relief and with transit at the mill- 
ing point. 

Thad L. Hoffman, president, Flour Mills of America, a hold- 
ing company, discussed in general terms some of the com- 
mercial and competitive factors which he thought should be 
given consideration in prescribing the grain adjustment. He 
dwelt particularly on two points: that there should be no 
separate charge for transit, and no flour differential. In other 
words, according to him, any additional service involved in 
transit privileges should be charged for in the freight rates 
themselves, and flour should be given the same rates as wheat. 


CHICAGO SWITCHING RATES 


The Commission has postponed, from September 20 to Octo- 
ber 20, the effectiveness of its order in No. 19610, switching 
rates in the Chicago district and No. 24950, Acme Steel Co. et al. 
vs. A. T. & S. F. et al. It has made the postponement in order 
to afford opportunity, as it says, for appropriate consideration 
of the petition of the Illinois Commerce Commission, the Public 
Service Commission of Indiana, the Acme Steel Co, and the 
Chicago Board of Trade for reopening, for further hearing and 
for setting aside the order, dated July 3 and effective September 
20, for reargument and reconsideration; and the petition of the 
South Chicago Coal and Dock Co. for reopening and setting 
aside of the order of July 3. 

That order of July 3, issued in a thirteen section proceed- 
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ing, authorized the railroads to increase their intrastate switching 
rates in the Illinois and Indiana parts of the Chicago: switching 
district to 3 cents for one-line, 3.5 cents for two-line and 4 cents 
for three-line or more hauls. 

An application for the suspension of tariffs filed in pur- 
ported compliance with the order was filed by the Illinois and 
Indiana commissions, Acme Steel Co. and other complainants in 
that case and the Chicago Board of Trade. In support of that 
application they set forth a complex situation which they as- 
serted would be created were the tariffs filed by the railroads 
allowed to become operative. 

The Illinois Northern, the Manufacturers Junction, Chi- 
cago Short Line and the Chicago, West Pullman & Southern, 
the application declared, had published one-line Illinois intra- 
state rates of only 2 cents instead of 3 cents as authorized by 
the order of July 3. 

The Chicago Junction (Chicago River & Indiana, lessee), 
the application asserted, had made no increase in one-line intra- 
district rate, the rate remaining at $3.15 a car when the shipper 
furnished the car and $7.15 when the carrier furnished the car. 
The application pointed out that there were eleven districts on 
the line of that carrier. For movements between those dis- 
tricts, according to the suspension application, the rate was 3 
cents, except that where the shipper furnished the car without 
cost to the carrier the rate was $5 less than 3 cents, minimum 
60,000 pounds. 

No other carrier in the Chicago district, the applicants 
alleged, had districted or otherwise designated units of service 
for one-line hauls. They alleged there were no circumstances 
or conditions justifying a different intrastate rate on the Chicago 
Junction for movements of any given distance than applied for 
like hauls on the lines of other carriers in Illinois in the Chi- 
cago district. 

“If the proposed tariffs of the Chicago Junction become 
effective,” asserts the application, “gross differences in treat- 
ment will result as between shippers intradistrict, on the Chi- 
cago Junction and shippers for like distances over the lines of 
other carriers intrastate one-line in the Chicago switching 
district. 

“In its prior decisions in docket 19610 this Commission 
made a finding under which all respondents are expected to 
make a uniform all-commodity rate regardless of whether the 
carrier or shipper owns and/or furnishes the car, the cost to 
the non-carrier owner of the car to be taken care of inde- 
pendent of the rate for switching. The Chicago Junction has 
disregarded that finding of the Commission while all other car- 
riers in the Chicago switching district make a uniform rate, 
regardless of the ownership of the car being switched. These 
other carriers, however, have made no arrangements for com- 
pensating the shipper for furnishing such cars and the shipper 
who furnishes such cars, either through ownership or lease, 
is compelled, in addition to the switching rate, to bear the cost 
of furnishing the car, thus resulting in discrimination and 
prejudice against the shipper of commodities moving in cars of 
non-carrier ownership and in direct violation of the Commis- 
sion’s finding in these cases.” 

The fact that the railroads mentioned had published rates 
on a lower basis than authorized by the Commission, the appli- 
cants contended was a recognition of what they had asserted, 
namely, that rates on the basis prescribed by the Commission 
would prohibit the movement of much traffic and divert traffic to 
trucks, water, or other forms of transportation. 

Another point made by those asking for suspension of the 
rates was that there was no uniformity of charge by different 
carriers on Illinois intrastate team track traffic. They pointed 
out instances of lack of uniformity. They asserted that on a 
three-line haul of team track traffic where the Indiana Harbor 
Belt was an intermediate carrier, a combination rate of 9 cents 
would apply. If the Belt of Chicago were the intermediate 
carrier, it was declared, the charge would be 7 cents on all 
commodities except grain and screenings. But on industry 
traffic, as distinguished from team track traffic, the applicants 
asserted the charge would be only 4 cents a hundred pounds. 


REFRIGERATION CHARGES 


Hearing at Chicago, before Examiner Sharp, in the Com- 
mission’s general investigation of rail refrigeration charges, 
docket 20769, in re charges for protective service for perishable 
freight, was adjourned September 12, scheduled to reconvene 
in Washington, September 18. The Chicago hearing opened July 
10, following a number of hearings at other places, and was 
largely occupied with the cross-examination of carrier witnesses 
as to details of costs at the 2,200 icing stations maintained over 
the country included in exhibits introduced in the course of 
their direct testimony. In general, the carriers defended the 
so-called standard refrigeration charge, a stated amount for 
each car, applicable to fruit and vegetable traffic, and sought 
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increases in the charges applying to traffic of the packers ang 
the dairy products industry. The latter charges are those ¢,. 
tablished by section 4 of Dearborn’s perishable protective tari 
No. 5, and the fruit and vegetable traffic moves under charge, 
provided in section 2 of that tariff. In addition to cross-exanj. 
nation of carrier witnesses as to the cost of ice at their icing 
stations, the packers and representatives of the dairy products 
industry put in evidence on the section 4 part of the case a 
Chicago. , 

The Washington hearing is primarily for receipt of testj. 
mony on the valuation phase of the case, but in addition, 
“odds and ends” carrying over from the Chicago hearing are 
to go in there. L. S. Price, Jr., Commission examiner of ac. 
counts, who made a special investigation in connection with 
the proceeding, was scheduled to introduce additional evidence 
at Chicago, and carrier rebuttal to shipper testimony had been 
expected to go in there. Both go over to the Washington hear. 
ing. 

Both the packer and dairy products witnesses who appeared 
at the hearing this week introduced testimony as to the cost 
of ice in the car bunkers, when the icing was performed at 
their own facilities, in contrast to costs set up by the rail. 
roads. The packers showed an average cost of less than $3 
a ton when they performed the service, as against an average 
cost of more than $6 a ton shown for the carrier service. 

The packer witnesses presented testimony intended to show 
that icing was so diversified, both as to commodities shipped 
and season of the year, that no standard basis of charges ap- 
plicable to all shipments could be adopted with propriety. 
Through their attorneys, the western carriers have definitely 
committed themselves to an effort to obtain a flat charge for 
ice haulage in the car bunkers, bunker damage, and _ icing 
supervision, whereas, the present section 4 charges are pre- 
sumed by the shipper representatives to cover only ‘the cost 
of the ice in the bunkers, plus the cost of switching at the 
ice houses. The shipper representatives contended that the 
three elements which the carriers are seeking to have included 
in the charge for icing were covered either by the freight rate 
or the mileage allowance on the refrigerator cars. 

Truck competition was held up as a threat to the railroads, 
in the event of any increase in the icing charges, by both the 
packer and dairy products representatives. 

The following witnesses appeared this week: M. S. Hart- 
man, traffic manager, Fairmont Creamery Company; S. Kromo- 
ski, accountant, Fairmont Creamery Company; W. H. Ott, traffic 
manager, Kraft-Phoenix Cheese Company; B. E. Reed, assistant 
traffic manager, Cudahy Packing Company; Patrick Wood, ac- 
countant, Cudahy Packing Company; R. B. Prather, Wilson and 
Company; A. A. Collins, accountant, Swift and Company; T. G. 
Harvey, accountant, Armour and Company; W. W. Manker, 
assistant traffic manager, Armour and Company; E. R. Ballard, 
traffic manager, Bridgeman Russell Company, and J. P. Steury, 
Sugar Creek Creamery Company. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10087, (1) permitting the 
Chicago, Milwaukee, St. Paul & Pacific Railroad Company to aban- 
don a line of railroad, and (2) authorizing it (a) to operate under 
trackage rights over a line of railroad of the Chicago & North West- 
ern Railway Company, and (b) to construct a connecting track, all 
in Oconto County, Wis., approved. 

Report and certificate in F. D. No. 9925, permitting the Chicago, 
Milwaukee, St. Paul & Pacific Railroad Company to abandon a branch 
line of railroad in Wood County, Wis., approved. 

Report and certificate in F. D. No. 10004, permitting the Pitts- 
burgh & Shawmut Railroad Company to abandon a line of railroad 
in Jefferson County, Pa., approved. 


FINANCE APPLICATIONS 


Finance No. 10139. Chesapeake & Ohio Railway Co. asks per- 
mission to abandon the Kinniconnick and Freestone sub-division of 
its line extending from Garrison to Carter, a distance of 19.74 miles 
in Kentucky. The line proposed to be abandoned is paralleled by 
mountain highways used by automobiles and small trucks during all 
seasons of the year and there is no prospect of a sufficient volume 
of traffic to warrant continued operation, according to the application. 

Finance No. 10140. Sylvania Central Railway Co. asks authority 
to issue $12,000 of notes to supply its treasury with cash to meet 
deficits from operation. 

Finance No. 10141. C. A. Wickersham, receiver of the Elberton & 
Eastern Railroad Co., asks permission to abandon the line of that 
railroad extending from Elberton to Washington, Ga., a distance of 
a little more than 35 miles. The application says that the railroad is 
wholly insolvent, and on account of the depletion of timber and the 
competition of busses, trucks and automobiles, it is impossible for 
the railroad to be operated so as to meet its operating expenses. 

Finance No. 10142. Morehead & North Fork Railroad Co. asks 
permission to abandon all but 4 miles of its railroad extending from 
Morehead, Ky., to Redwine, Ky., a distance of a little more than 20 
miles. The application asserts that there is now no traffic moving over 
the part of the line proposed to be abandoned, the disappearance of 
its business being due to the construction of highways in its territory. 

Finance No. 10137. Lehigh & New England Railroad Co. asks 
for permission to abandon its lake branch of the Saylorsburg 
branch, about a mile long, in Monroe county, Pa. The branch was 
built to serve an ice industry, lumbering operations and summer 
excursion business. The branch has been out of operation for some 
time, and, according to the petition, there is no reason for the 
expenditure of any maintenance funds on it. 
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September 16, 1933 


LOANS FOR RAIL PURCHASES 


The Traffic World Washington Bureau 


It was disclosed at the White House the afternoon of Sept. 
g that President Roosevelt had taken up with railroad presi- 
dents the subject of loans by the railroads from the public 
works fund, particularly for the purchase of steel rails, “if 
the prices could be reduced.” It was stated that the President 
had talked not only with railroad executives but also with 
Coordinator Eastman and with Secretary Ickes of the Depart- 
ment of the Interior, who is also administrator of the fund of 
$3,300,000,000 appropriated by Congress at the last session to 
spend on public works by the government and to lend to those 
willing to spend money that would afford work for the unem- 
ployed. Coordinator Eastman, it was announced, approved the 
idea. It was asserted that the railroads were keen to buy new 
rails. 

That the move to have the railroads borrow money from 
the government to buy steel rails was for the benefit of industry 
rather than primarily for the benefit of railroads was disclosed 
later by Secretary Ickes. He told newspaper men that it was 
the government’s desire to have the railroads buy steel rails. 
He announced that he had talked with Coordinator Eastman and 
that the latter was to ask the railroads how many tons of rails 
they could take. He also said he would ask President Roosevelt 
to take up the question of the price of steel rails with the steel 
companies. Later, he said, the plan of financial aid by the 
government for the railroads might be expanded to take in 
equipment and machinery. It was announced at the White 
House on Sept. 13 that President Roosevelt would take up the 
subject with the steel companies as soon as he received a 
report from Coordinator Eastman. 

Coordinator Eastman, who had gone to Chicago immediately 
after his talk with President Roosevelt, admitted that he was 
taking up the subject with railroad executives but had no in- 
formation on the subject to make public. He said his trip to 
Chicago was not in connection with the program to have the 
railroad buy new rails. 

Under section 206 of the national industrial recovery act it 
is provided that all loans and grants made under the public 
works title of that act shall contain, among other things, a pro- 
vision that no individual directly employed shall be permitted 
to work more than 30 hours in any one week and that all em- 
ployes shall be paid just and reasonable wages which shall be 
compensation sufficient to provide, for the hours of labor as 
limited, a standard of living in decency and comfort. 

In connection with the proposal to have the railroads borrow 
money to be used in buying steel rails, the question was raised 
as to whether that part of the law would apply to the steel mills 
or to men on the railroads in laying the rails or to both. 

Revelation of the fact that President Roosevelt had ap- 
proached rail executives with this suggestion was a surprise to 
those in Washington whose aim it is to be in touch with moves 
of that sort. The White House did not give an indication as to 
whence the suggestion had come or to whom it was sent. Gen- 
erally suggestions that railroads borrow money from the gov- 
ernment with which to do supposedly necessary work, in the 
interest of reemployment of men, come from those interested 
in selling materials and supplies to the railroads. 

A thought immediately after the White House had imparted 
the information was that the reaction among railroad executives 
to this latest suggestion would be similar to earlier suggestions 
that they should borrow from the R. F. C. to make work for 
the unemployed, by repairing locomotives and cars. That re- 
action was expressed in the question: “Why should we borrow 
money to repair cars and engines and then put them back on 
the shelves?” 

Among railroad executives the conviction is said to be 
general that they could handle from 20 to 25 per cent more 
business than they had in August without even thinking about 
buying cars or engines or increasing their expenditures for 
repairs. The men in the American Railway Association who 
are familiar with the prospects for the fall and early winter 
have no thought other than that traffic will show the usual 
seasonal decline in the fall and winter weeks. 

As to the condition of rails in the tracks, Washington has 
not the familiarity that it has with engines and cars. But men 
of experience know that when traffic is light rails stand up 
longer than when it is heavy. Replacing of a rail in a track, 
it is pointed out, is not a question that must be decided in a 
few weeks or months. 

Much of the material of the railroads, it was suggested, 
is not ten years old. It was acquired as a result of the re- 
habilitation program begun by the railroads in 1923 and is 
neither in poor condition nor obsolete. 

Any borrowing from the government or otherwise, it is be- 
lieved, will strike the generality of railroad executives, from a 
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business point of view, as nonsense. It is admitted that public 
officers frequently behave as if they thought the railroads were 
charitable institutions under obligation to dispense money and 
jobs in times of poor business with little, if any, regard for 
the fact that the carriers are just as adversely affected by un- 
satisfactory business conditions as other citizens. Suggestions 
that the railroads should borrow money to make work, it is 
pointed out, are made by public officers who sometimes do not 
know the facts in situations with which they are undertaking 
to deal. Just to illustrate that point it was said that the White 
House was in error in its premise that steel rails were about 
the only commodity the prices of which had not come down 
in the last four years. The price of open hearth rails, within 
Illinois rates to Evansville in, line with any adjustments made in 
that period, it was pointed out, had been cut from $43 to $40 a 
gross ton. 


DEPRECIATION ACCOUNTING RELEIF 


It has developed in connection with Coordinator Eastman’s 
call for information from Class I railroads about the possibility 
of the general retirement and rehabilitation of freight equip- 
ment (see Traffic World, Sept. 2, page 377), that nineteen rail- 
roads in this year have been authorized to charge directly to 
profit and loss $24,155,978 instead of charging it to operating 
expenses on account of unaccrued depreciation on such equip- 
ment. The equipment on which the difference between its 
cost and accrued depreciation amounted to the sum mentioned 
is ready for dismantlement though its useful life has not been 
equal to the depreciation period. 

Railroads which have been authorized to make the direct 
charge to profit and loss, so as to enable them to reemploy men 
for the dismantlement of the cars and engines in excess of 
$1,000,000, are: New York, Chicago & St. Louis, $2,415,627; 
Southern, $10,145,010; Chicago, Burlington & Quincy, $1,678,000; 
Soo Line, $1,519,000; Baltimore & Ohio, $3,667,000; Texas & 
Pacific, $1,123,000; and, St. Louis-San Francisco, $1,864,000. 

The Commission frequently relieves railroads from literal 
observance of the depreciation accounting rules when there is 
reason for such action growing out of the fact that before the 
depreciation period has run and the equipment has accrued 
depreciation enough to cover its cost it becomes obsolete. By 
direct charging to the profit and loss account the operating 
income account is not affected in such a way as to indicate 
that the carrier has not been doing as well as it should be 
doing. On account of the bad showing that is caused by charg- 
ing obsolete off equipment that has no useful life left before 
the depreciation period has expired carriers frequently refuse 
to account for such equipment until the depreciation period has 
run out, though the useless equipment clutters up their yards. 


TRUSTEE FOR C. & E. I. 


The federal district court in Chicago, September 14, ap- 
pointed a trustee to take charge of the affairs of the Chicago and 
Eastern Illinois. The action was in response to a petition of the 
Reconstruction Finance Corporation to which the railroad is 
indebted nearly $6,000,000 for loans made prior to its going into 
voluntary bankruptcy under the new federal bankruptcy law. 
Charles M. Thompson, of Chicago, former judge of the U. S. 
District Court of Appeals, was named trustee by Federal Judge 
John P. Barnes. 

The petition of the R. F. C. was placed before the court 
September 12 by C. W. Clay, of Washington, D. C. He asked 
for the appointment of an “impartial trustee” to protect the in- 
terests of creditors, and proposed the name of Kenneth Burgess, 
former general counsel of the Burlington, now in private prac- 
tice. At the conclusion of the court hearing Judge Barnes took 
the petition under advisement, announcement of his decision 
coming two days later. The petition was opposed in court by 
W. H. Lyford, vice-president and general counsel of the raliroad. 
Since the bankruptcy action in April the line had been managed 
by its former officers, under supervision of the court. Action of 
the R. F. C. in asking appointment of an impartial trustee was 
understood to be in line with its policy to seek to place the 
affairs of creditor railroads in difficulties or thought to be in 
need of reorganization in the hands of other than those in charge 
at the time receivership became necessary. (See Traffic World, 
September 9, p. 421.) 

Mr. Lyford, in opposing appointment of a trustee, took the 
position that there was no objection to a review of contracts and 
other affairs of the road by the court, but held that reorganiza- 
tion at this time was “manifestly” unwise. 

In announcing his decision, Judge Barnes issued a memo- 
randum, reading in part as follows: 


The principal grounds for the appointment of a trustee are: 
1. That the equity of the stockholders of the debtor (the Chicago 
and Eastern Illinois 


Railway Company) in this property is small. 
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2. That it will be advantageous to have a trustee who can at the 
proper time prepare and present a plan of reorganization. 3. That a 
very substantial part of both preferred and common stock of the 
debtor is owned or controlled by persons and corporations who own 
or control other railroads; that the management of the debtor owes 
its existence to such persons and corporations who own or control 
other railroads; and that there are subsisting contracts and that 
there are in effect joint rates between the debtor and other railroads 
which should have the scrutiny of a trustee, who, because of a single 
allegiance, can look at such contracts and rates with an eye only to 
the good of the debtor. 


The court is not impressed with either or both of the first two 
grounds for the appointment of a trustee. Neither constitutes a 
ground, and together they do not constitute grounds for the appoint- 
ment of a trustee. The third ground assigned deserves and has had 
the serious consideration of the court, 


It may be that the contract and joint rates of the debtor with 
other railroads are the best from the viewpoint of the debtor that 
can be negotiated or established, but since-it is not denied that sub- 
stantial parts of the stocks of the debtor are owned or controlled by 
persons and corporations who own and control other railroads, the 
creditors and other stockholders of the debtor are entitled to have 
those contracts and joint rates scrutinized by an impartial person 
pote does not owe his office to the votes of the owners of other 
railroads. 


RAILWAY EMPLOYMENT 


The number of employes at the middle of August on class 
I steam railways, excluding switching and terminal companies, 
according to a compilation of the Commission’s bureau of 
statistics, was 1,014,879, an increase of 3.49 per cent over the 
number at the corresponding period in 1932 when the number 
of employes was 980,627. The figures showing percentage 
changes in this compilation contained some plus numbers in- 
stead of the minus or deficit figures that have been almost 
universal in such compilations for many months. 

The number of executives, officials and staff assistants was 
12,111, a decrease of 6.56 per cent in comparison with August, 
1932; professional, clerical, and general employes numbered 
‘163,559, a decline of 5.41 per cent in comparison with the pre- 
ceding year; maintenance of way and structures employes to- 
taled 219,322, an increase of 2.16 per cent over August, 1932; 
maintenance of equipment and stores employes numbered 274,880, 
an increase of 8.28 per cent over August, 1932; transportation 
(other than train, engine, and yard) totaled 125,314, a decrease 
of 2.27 per cent in comparison with August, 1932; transporta- 
tion (yardmasters, switch tenders, and hostlkers) numbered 
12,291, a decrease of 2.77 per cent from August, 1932; and trans- 
portation (train and engine service) totaled 207,402, an increase 
of 11.89 per cent over August, 1932. 


TEXAS COTTON RATES 


Emergency intrastate carload rates for cotton shipments 
of minimum loadings of 25,000, 50,000 and 75,000 pounds, or- 
dered by the Texas Railroad Commission August 7, have been 
made permanent, effective September 12. The new rates observe 
a maximum spread of 14 cents on 100 pounds between the 25,000 
and the 75,000-pound minimums. 

It was stated by R. I. Wells, chief intrastate rate expert 
for the commission, that the commission found, in deliberating 
the cost figures, that the spread should be greater, but refrained 
from increasing it out of consideration for carrier revenues. 
Shippers are required to pay for loading at country points of 
origin when moving into concentration points. The railroads 
heretofore have performed this service free. The emergency 
order requiring shippers to concentrate cotton in 15 and 25-bale 
lots for shipment into compress points was eliminated and any 
quantity bale shipments will be permitted. 

Galveston, Houston and Texas City were equalized at points 
100 miles and beyond. Request of Corpus Christi, Beaumont, 
and Port Arthur for special rate groupings was denied. 


The rates on 25,000-pound shipments are the same as those 
prescribed for interstate traffic in tariffs published by certain 
carriers. The 50,000-pound rates average 12% per cent lower 
than the interstate rates published by the carriers on 25,000- 
pound shipments and the 75,000-pound rates are approximately 
22 per cent lower fhan the carriers’ 25,000-pound rate, Wells 
said. 

The 75,000-pound rate ag fixed by the commission is approxi- 
mately 11% per cent lower than its 50,000-pound rates. 


FLYING TIME OF PILOTS 


Seventeen licensed transport pilots have reported to the 
aeronautics branch, Department of Commerce, that they have 
flown more than 10,000 hours each. Twelve have entered this 
category in a little more than a year—a check of the records 
in May, 1932, showed that five pilots at that time had flown 
10,000 or more hours each. One airman, E. Hamilton Lee, of 
Omaha, Neb., has accumulated a total flying time of more than 
15,000 hours. 
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All licensed pilots report to the aeronautics branch thej 
total flying time when applying for license renewals. The total 
accumulated flying time reported by airmen who now hold actiy, 
transport licenses is 11,510,940 hours, an average of 1,638 hours 
a transport pilot. There are 7,027 licenses active in the grade 

Hours flown by these transport pilots in the calendar yea; 
1932 totaled 1,464,535, an average of 208 hours. Pilots who per. 
mitted their licenses to lapse were not included in the total, 
There were 648 who did so and their total flying time for the 
= was 45,716 hours, accumulated while the licenses were 
active. 


AERONAUTICAL ADVISORY COMMITTEE 


The Business Advisory and Planning Council for the Depart. 
ment of Commerce, headed by Gerard Swope, of New York, 
has established several subcommittees charged with the study 
of different matters of interest to the department. This has 
been going on since the council began its work. A new sgub. 
committee of the council has just been appointed to deal with 
the aeronautical activities of the Department of Commerce. Mr. 
Swope announced the membership of this subcommittee 
as follows: Edward Hamilton, Air Line Pilots’ Association, 
1610 16th Street, N. W., Washington, D. C.; L. W. Rogers, ex. 
ecutive vice-president, Aeronautical Chamber of Commerce of 
America, 22 East 40th Street, New York, N. Y.; and E. P. War. 
ner, editor, Aviation, 22 West 42nd Street, New York, N. Y. 


NEW AIRPORTS OPENED 


Thirty new airports have been established in the United 
States since the first of August, Ewing Y. Mitchell, Assistant 
Secretary of Commerce, has announced, This is an increase of 
10 over the number established in the corresponding period of 
1932. Urging other cities to follow the lead of those which have 
recently provided landing facilities, Mr. Mitchell said: 


Establishment of additional airports and further development of 
existing air terminals are essential to further progress in aeronautics, 
particularly at the present time, when the nation is on the threshold 
of economic recovery, which will undoubtedly result in a marked in- 
crease in flying. The thirty cities at which airports recently have been 
established not only are contributing to the advancement of aero- 
nautics, but also are preparing to gain for themselves the many ad- 
vantages to be derived from air transportation. 


As an example of the type of development which is desir- 
able Mr. Mitchell cited Bendix Field, the new municipal airport 
of South Bend, Ind. Mr. Mitchell was one of the speakers at 
the recent dedication ceremonies of this airport. 

Bendix Field, named for Vincent Bendix, manufacturer, who 
sponsored and financed the project, is about 24% miles from the 
center of the city and has an area of 412 acres, Three hard- 
surfaced runways, one 3,100 feet in length, and two 2,500 feet 
each, have been provided. There is space for extension of the 
runways so that each will be a mile in length, and the entire 
area of the airport is usable at the present time. 


Three hangars and an administration building have been 
constructed, the administration ‘building serving also as a 
passenger terminal. The field is lighted for night operations. 
An unusual feature of the lighting is the arrangement of bound- 
ary lights. These lights outline the boundaries of the field, 
and also have been installed along edges of runways so that 
these strips are easily found at night. The standards holding 
the lights along the runways are located at a sufficient distance 
from the edge of the hard-surfaced strips so that aircraft will 
not be likely to strike them. However, the remote possibility 
of a collision with a boundary light standard is provided for, as 
the standard is so constructed that it will be knocked down and 
pushed out of the way if the wheel of an airplane touches it. 

The thirty airports established since August 1 are located 
at the following cities: San Ardo, Calif.; Lake Butler, Fla.; 
Monmouth, Ill.; South Bend, Ind.; Boone, Iowa; Rockland, 
Maine; Rothbury, Mich.; Crookston, Minn.; Raton, N. Mex.; 
Elmira and Tonawanda, N. Y.; Andover, Bellevue, Galion, Lima, 
Northfield and Solon, Ohio; Redmond, Ore.; Honesdale, Pa.; 
Catarina, Chispa, Comstock, Longfellow, Longview, Marathon, 
Pumpville, Shumla and Van Horn, Tex.; Rainelle, W. Va., and 
Worland, Wyo. 


ONE CENT A MILE RAILROAD FARE 


The third one cent a mile excursion of the year will be 
placed into effect by the Canadian Pacific and Canadian National 
Railways this month. Tickets will be good from all stations 
west of the head of the Great Lakes to all stations east of the 
head of the lakes and vice versa, Therefore, it will be pos- 
sible to travel from Vancouver to Halifax or from Halifax to 
Vancouver for one cent a mile. Tickets will be good for 30 
days from the date of sale, September 16 to September 26. 
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Motor Vehicle Transportation 


0000000 


COORDINATION OF TRANSPORTATION 


The Trafic World Washington Bureau 


OORDINATOR EASTMAN has called on operators of motor 

truck fleets for data relating to truck operation in 1932 to be 
in hand not later than September 20. The basic data requested 
relate to truck operations both private and for hire. In his 
letter to the operators of motor truck fleets, sent to about 14,000 
of them, Mr, Eastman said: 


An important duty which I have under the Emergency Act is 
the investigation of the relation of motor trucking to freight trans- 
portation, the primary purpose of which will be to determine the 
sphere in which the transportation of goods by motor vehicle is more 
economical or serviceable than by other means of transportation. 

In making this investigation it is essential to obtain basic data 
relating to truck operations both private and for hire, the character 
and extent of traffic handled, the charges of trucks operated for hire, 
nature of the service performed, and expense statistics of truck op- 
ration. 

I earnestly ask your cooperation to the extent of furnishing me 
information with respect to your own operations, as shown in the 
enclosed inquiry. It may be that there is not available from your 
records all of the information requested. If not, please estimate the 
answers as accurately as you can, but at any rate please do not 
let the fact that you are unable to furnish some of the information 
prevent you from answering other inquiries . 


The information which we receive will be seen only “by sworn 
governmental employes, and your name, your firm’s name, and your 
business secrets will be treated in the strictest confidence. 

The time at our disposal is very limited, and I hope you will be 
able to reply to the inquiry by September 20, using the enclosed enve- 
lop. If the envelop is too small to enclose your reply, use a larger 
envelop and paste this envelop on its face. No postage is required. 


The first question asked by the coordinator is as to financial 
control. Mr. Eastman asked if the person addressed operated a 
motor truck line for public hire to please list the names of all 
individuals, corporations or firms which, either singly or col- 
lectively as a group, owned or controlled, either directly or 
through nominees, 10 per cent or more of the voting stock or 
other evidences of control of the business, omitting equipment 
liens and realty mortgages. 

Under the caption “character of operation” the coordinator 
asked the operators to show the approximate number of motor 
vehicle miles operated by his company in freight service, sep- 
arated as follows: Intercity operations for public hire over 
fixed routes; intercity operations for public hire nct over fixed 
routes; intercity operations not for public hire but under con- 
tract, lease, or other private haulage arrangements; intercity 
operations handling the owners’ goods in his own or rented 
vehicles; city pick-up and/or delivery for others; total freight 
vehicle miles operated; and how many route miles regularly 
operated. The answers to these questions are to be in freight- 
vehicle miles. 

Under the caption “character of traffic’ the operators were 
asked to classify the traffic handled in 1932 among the following 
commodities (in tons of 2,000 pounds each) shown as the total 
tons handled and the estimated percentage handled on inter- 
state runs: Livestock; milk; fruits and vegetables; cotton in 
bales; other farm products; iron and steel products; building 
materials, including lumber, cement, brick, sand, gravel, plumb- 
ing supplies, and roofing; paper and paper products; coal; 
petroleum products; tires and other rubber goods; automobiles; 
furniture; household goods; general merchandise; and other 
traffic. 

Information is also requested as to the principal routes or 
runs showing the originating point, destination, how many miles 
of the route, if any, are operated under state certificate of 
convenience or necessity, or other specific permit to do local 
or intrastate trucking business for hire; how many miles of 
the route, if any, are operated under the authority of a state 
certificate limiting the business to interstate traffic; how many 
miles of the route, if any, are operated without any state cer- 
tificate, permit, or license; length of the route over state high- 
ways; length of the route over all other highways; total length 
of the route; number of hours scheduled for one-way trip over 
the route, if any, are operated under the authority of a state 
total tonnage handled on the route in 1932; estimated average 
load for each vehicle operated over the route, separated between 
outbound and inbound movement; if operated for hire, the gross 
revenue received in 1932 over the route (estimated if actual 
figures are not available); and a map showing the route op- 
erated with the principal pick-up and delivery points indicated 











by red circles, the character of the road surface and any ex- 
traordinary road conditions, such as heavy grades, deserts, etc. 

Under the caption “terminal expense” the operator was 
requested, if he operated a motor truck line for hire (public 
or contract) to show separately for the city where his operat- 
ing headquarters were located and at each city served by him, 
of 50,000 population or more, the following information with 
respect to depots or terminals where he received or delivered 
freight in 1932; the name of the city where the depot or ter- 
minal was located; the number of depots used by him in the 
given city, showing separately: (a) depots operated by him 
individually and solely for his account; (b) depots operated by 
him for the account of himself and other truck lines; (c) depots 
operated by others and used by him with other truck lines. 
He was also asked the total number of truck and/or trailer 
loads received inbound at all depots; the number of tons of 
freight received inbound at depots divided as follows: (a) num- 
ter of tons interchanged and delivered to other carriers (trucks, 
railroads, or forwarders) for intercity movement; (b) number 
of tons of freight terminated at the station; (c) all other tons 
handled inbound; (d) total number of tons handled inbound. 
Like data were requested with respect to outbound traffic. 

Operators were also requested to furnish information as 
to the expense of station agents, clerks, and attendants in 
charge of or engaged in receiving, delivering, and billing of 
freight, and the collection of charges therefor, exclusive of 
labor in handling the freight at such depot; the cost of labor 
expended in handling, receiving, delivering, checking, loading, 
unloading, and storing freight at such depots; the cost of sta- 
tion supplies and other expenses incident to the receipt, de- 
livery, billing, or handling of freight at the depots; the total 
cost of handling freight at each station; the amount of rent 
paid annually for the use of such station, of, if station was 
owned, its fair rental value; the number of tons of freight 
picked up at the store door in a city and the cost thereof; the 
number of tons of freight delivered to the store door in a 
given city, and the cost thereof. 

The operators were requested to state whether their 
collection and/or delivery of freight at the store door was done 
by his own line-haul trucks, his.own pick-up and delivery trucks, 
or by local draymen. In addition they were asked to state the 
total cost of pick-up and delivery service whether performed by 
them or under contract and also the cost by the 100 pounds. 


Operators for hire, public or contract, were asked, if they 
published tariffs and rates, to furnish copies with their return 
of tariffs except those filed with public regulatory bodies. They 
were asked what notice, if any, they gave to patrons, com- 
petitors, or public authorities of changes in rates. They were 
also asked whether the rates they charged had any relation 
to the railroad rates applicable between the same points for 
(a) intrastate hauls, (b) interstate hauls. They were also asked 
what effect distance of haul had on that relation. Other ques- 
tions with respect to tariffs and rates were: 


To the extent that rail rates are not used as a basis for your 
rates, what factors do you consider in making your rates; have your 
rates been reduced by unfair or unnecessary rate cutting by rail- 
roads, truck lines under railroad control, or by forwarders or steamship 
lines (if so, give instances); do you charge all patrons the same rates 
for substantially the same service, if not, please state the basis for 
any distinctions: do you insist upon shipments:conforming to the 
packing requirements of the railroad classification; (if not, what 
is the basis of your packing requirements); what is your minimum 
charge, if any, for small shipments and is it uniformly observed? 


With regard to loss and damage the operators were asked 
if they carried cargo insurance, and, if so, what was the basis 
of the premium charge; whether they assumed responsibility 
for the loss or damage to goods, and, if so, how much they paid 
on account of loss and damage to goods in 1932. They were also 
asked whether they extended credit for transportation charges 
to any of their patrons, on what terms, and the amount of un- 
collected transportation charges on their books. more than 60 
days as of December 31, 1932. 

The operators were asked to report the sorts of vehicles 
used by them divided into vehicles of 1.5 tons or less; 1.75 
to 3.25 tons; 3.5 to 4.75 tons; and 5 tons and over divided into 
the number of owned and number rented showing the monthly 
payment for those rented, total market value of all trucks op- 
erated, the number having closed bodies, the number having 
insulated bodies, and the number having refrigerator bodies. 
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Information was also requested as to tractors, semi-trailers, and 
other trailers. 

Data were requested as to the service rendered. One of 
the questions was, “will you accept a truck load of goods at 
the shipper’s convenience at any time and deliver the same at a 
specified time to the receiver thereof?” Another was, “do you 
perform special services for your patrons, such as unpacking, 
placing goods on shelves, and, if so, do you charge extra for 
those services or are they included in your published rates?” 

The questionnaire also asked operators, under the caption 
“revenues and expenses” to segregate operating revenues and 
expenses for 1932, taking out any revenues or expenses allowed 
on account of operations not connected with trucking. The 
queries were as to revenues from common carrier truck opera- 
tions; revenues from contract hauler truck operations; other 
truck operating revenues; total truck operating revenues; 
maintenance expense of trucks, tractors, and trailers; mainte- 
nance expense of buildings and other facilities; station and ter- 
minal expenses, including cost of transferring freight, pick-up, 
and delivery (unless such costs were kept separately, in which 
case they were to be shown in that way); pick-up and delivery 
expense (if kept separately); transportation expense, including 
drivers’ wages, gasoline, oil, tires, and rents paid for the use 
of equipment; traffic development expense, including advertis- 
ing, solicitation, and commissions; general expense, including 
administration, accounting, rents of offices, buildings and land, 
insurance, law expense, printing, etc.; depreciation charges on 
trucks, tractors, and trailers; depreciation charges on buildings 
and other facilities; taxes on gasoline and oil; taxes—all other, 
including property taxes, gross-receipts taxes, income taxes, 
franchises, licenses, etc.; and the total of all operating expenses 
and taxes. 

The operators were requested to furnish information as to 
depreciation charges, 

Under the caption, “other information,” operators were 
asked to state the average number of employes on the pay roll 
in 1932 engaged in truck operations; the total amount of wages 
paid to such employes; and the total capital investment in the 
truck business, less any depreciation which had accrued. They 
were also asked to furnish operating statistics for a cost study 
and annual operating costs by the vehicle. 

In further explanation of the survey of transportation by 
truck, a statement issued by Coordinator Eastman said that 
it was being sent to operators throughout the country, includ- 
ing franchise and contract carriers for public hire, and also 
to those private operators of ten or more vehicles who handled 
their own goods in their own or rented vehicles. Continuing, 
the statement said: 


This questionnaire has been prepared jointly by the section of 
research and the section of transportation service for the purpose 
of investigating the relation of motor trucking to freight transporta- 
tion and determining the sphere in which the transportation of goods 
by motor vehicle is more economical or serviceable than by other 
means of transportation. 

The questionnaire seeks the essential basic data relating to truck 
operations, the character and extent of traffic handled, the charges 
of trucks operating for hire, nature of the service performed, and the 
expense statistics of truck operation. 

The investigation has been extended beyond the field of for-hire 
vehicles to include private operators of ten or more vehicles who 
transport their own goods, as it is recognized that such transporta- 
tion is of growing importance and facts relating to it must be obtained 
before any sound transportation plan can be devised. 

The coordinator hopes that truck operators generally will avail 
themselves of this opportunity to assist the government in its recov- 
ery program and at the same time serve their own interests to the 
extent of furnishing the information requested, which will be treated 
in the strictest confidence without disclosing the business secrets of 
any firm or individual. 

The coordinator’s staff is now engaged in tabulating returns to 
other questionnaires recently sent out to a selected list of shippers and 
receivers of merchandise, industrial traffic managers, railroads (both 
steam and électric), forwarding and express companies. 


Edward F. Loomis, manager of the Federated Truck Asso- 
ciations of America, Inc., in a bulletin addressed to members, 
said that while answering the questionnaire would involve con- 
siderable work by operators “we strongly urge that every truck 
association in the country notify its members by bulletin or 
letter, requesting them to give the government full coopera- 
tion in filling out the forms as completely as possible and by 
returning them to Washington as soon as possible.” He added 
that recommendations proceeding from the federal coordinator 
in respect of motor truck transportation as related to other 
forms of transportation could be based only on facts. The 
purpose of this survey, he said, was to build up reliable data 
upon which suggestions as to the future of the truck industry 
would be based. 

The American Highway Freight Association has also issued 
a bulletin to its members urging them to cooperate with Co- 
ordinator Eastman in his survey of motor truck transportation. 
It also took steps to get the Eastman questionnaire into the 
hands of members who might not have been on the coordinator’s 
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mailing list. The bulletin said that while answering the ques. 
tionnaire meant considerable work, the purpose was so important 
and the effects likely to be so far reaching that no one should 
hesitate in answering the questions. It said that if the info,. 
mation on any subject was not available that phase of the 
questionnaire should be passed and other questions should he 
answered to the extent of the ability of the recipient of the 
questionnaire. 


TRUCK OPERATORS’ CODE 


A series of conferences was begun on September 13 among 
those interested in a code for truck operators with a view to 
reconciling differences between the American Highway Freight 
Association, Inc., and the Federal Truck Associations of Amer. 
ica so that hearings may be begun on the matter in a short 
time. At the first meeting those representing the American 
Highway Freight Association were Ted V. Rodgers, C. S. Rey- 
nolds and Edward S. Brashears. Those representing the Fed- 
erated Truck Association were C. O. Sherrill, Frank C. Schmidt 
and Roy B. Thompson. They met with Assistant Deputy Aga- 
ministrator Hughes of the N. R. A. and representatives from 
the legal, labor and industrial advisory boards of the N. R. A. 

It is the desire of the N. R. A. officials to have but one code 
before them when hearings are begun. The foundation for a 
unified code will be laid if and when the organizations men. 
tioned are able to agree upon some of the provisions of a code, 
If and when such a skeleton code can be worked out issues 
created by divergence of proposals by the two organizations can 
be discussed in the hearings and decision left to the N. R. A. 
on the points of disagreement. 


WASHINGTON MOTOR FREIGHT ASSOCIATION 

The eastern Washington branch of the Washington State 
Motor Freight Association met in Spokane this week. Wenatchee 
truckmen were made members of the association and an invi- 
tation was issued to all contract carriers and trucks for hire to 
join. The meeting concluded with a banquet attended by more 
than 80 with Asal Strain, president of the association, presiding. 

Dr. W. J. Hindley, of Seattle, one of the banquet speakers, 
said the new state motor truck law, which has been the cause 
of much concern, was not drawn to put anyone out of business, 
but to prevent contract carriers and other independent trucks 
from operating on the highways of the state without paying rev- 
enue to the state. Under the new law any contract carrier or 
truck for hire can get a franchise to operate in the state. 

“The act was passed,” Frank Landsburg, publicity director 
or the association, said, “to protect both the shipping public and 
the public in assuring that all trucking companies would be 
properly regulated.” 

Mr. Landsburg added that Washington was the first state to 
pass laws regulating motor trucks. 

Other speakers were: Jack Bracklin, of Seattle, who told of 
the aims of the association; Jack Bryan, Seattle, on finances; 
and Reuben Carlson, of Tacoma, who spoke on motor truck laws. 

Mr. Landsburg told of the plans of the association to start 
immediately a newspaper advertising campaign to further the 
business of all its members. 


TRUCKMEN PROTEST SUGAR CODE 


The Trafic World Washington Bureau 


Asserting that they discriminate against truck transporta- 
tion and are oppressive of small enterprises, the Federated 
Truck Associations of America, Inc., has filed a protest with 
the Secretary of Agriculture against the delivered price and 
transportation provisions of the marketing agreement and code 
of fair competition submitted for the cane sugar refining in- 
dustry. The sugar code, on which a hearing was held on August 
29, has been temporarily withdrawn but resubmission is ex- 
pected within a few days. 

The protesting organization claims that putting the pro- 
tested provisions into effect would deal a death blow to the 
trucking of sugar, oppress small industry, confiscate property, 
deprive the sugar consuming public of the economies of truck 
transportation and cause thousands of truck drivers now trans- 
porting sugar to lose their jobs. In its announcement of its 
protest against the provisions of the sugar code, the organi- 
zation said jit was scrutinizing other codes for discriminations 
against truck transportation. It has plans to file protests in 
all instances of that character. 

Provisions in the sugar agreement and code to which the 
truck organization has taken exceptions provide as follows: 


Buyers, brokers and warehousemen of sugar would be prohibited 
from owning or having affiliation with any trucking or water trans- 
portation facilities by which sugar is shipped. 

Sugar shall be sold only at delivered prices, which includes the 
refiners’ base price plus the freight application, which must be the 
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all-freight rate, unless the standard all-rail freight rate to a destina- 
tion is higher than the freight rate by differential, trucking or other 
routes over which it is practicable to ship a substantial proportion of 
the sugar normally shipped to such destination. In that case, the 
poard of directors “‘may in its discretion authorize” a lower freight 
application which the board shall fix. Thirteen factors shall be con- 
sidered by the board in doing so, many of which might bar truck 
operators from handling the freight. 

Buyers of sugar within a metropolitan area purchasing sugar 
from a refinery or warehouse located in that area, who desire to 
make their own trucking arrangements, must pay a service charge 
of 3 cents per hundred pounds on sugar delivered to them at seller’s 
refinery or warehouse. 

Buyers of sugar located outside the metropolitan area desiring 
to make their own trucking arrangements will pay delivered price 
at destination plus the 3 cents per 100 lbs. service charge but ‘‘an 
allowance will be made to buyer not exceeding the going rate for 
similar service over other lines but in no event in excess of the 
freight application to destination.”’ 

The board shall prescribe such regulations as it may deem nec- 
essary in connection with truck deliveries of all kinds to prevent the 
defeating of refiners’ freight applications to destinations outside the 
metropolitan area. 

No refiner shall ship sugar by any carrier other than his own 
facilities, a carrier over which the Interstate Commerce Commission 
exercises jurisdiction or a carrier licensed to carry sugar under the 
A. dA Sh. OF He B. t. EA. 

Such carrier shall keep on file with the Sugar Institute its rates, 
terms and conditions for transporting sugar, and a statement of the 
services it performs. 

The carrier shall observe the provisions of the code or be sub- 
ange Sng revocation of his license and/or any other penalties provided 
in the acts. 





NO HELP FOR TEXAS TRUCKMEN 


The National Recovery Administration, by letter, has ad- 
vised the Texas Motor Transportation Association that it has 
no jurisdiction over limitations placed by the Texas legislature 
on loads that may be carried over Texas roads. The associa- 
tion wrote to the N.R.A. asking it to do something to enable 
its members to operate their trucks in accordance with what 
it thought the principles of the federal recovery statute. It 
mentioned, as one of the obstacles to what was desired, the 
limitation of pay loads for trucks operating over Texas high- 
ways to 7,000 pounds. The Texas body argued that its members 
should be permitted to carry pay loads of at least 10,000 pounds 
or a gross burden of 24,000 pounds, load and vehicle combined. 

The Texas association said that until 1931 Texas motor 
freight business was a paying business. It asserted that in 
twelve months in 1932 and 1933 30,000 vehicles had been forced 
off the Texas roads, by the load limit. It said that the entire 
business was threatened with collapse. Full compliance with 
the N.R.A. program over an extended time, it asserted, would 
drive out of business so many companies that the result would 
be a net decrease rather than an increase in employment. 


AUGUST AUTOMOBILE FIGURES 


August operations of members of the National Automobile 
Chamber of Commerce accounted for an output of 171,145 units, 
or 213 per cent over the output for the corresponding month 
in 1932, according to the preliminary estimate released Sept. 9 
by the chamber. 

This placed the production of chamber members for the 
eight months of this year at 1,153,402 cars and trucks. By 
comparison, this was greater than the output of the entire 
industry for the same period last year, 1,122,124 and an increase 
of 45 per cent over the chamber output for the same period 
in 1932, 793,655 units. It was also an increase of 18 per cent 
over the chamber output for the entire twelve months of 1932 
(977,134). 

While August operations showed a decrease of 3.4 per cent 
under the preceding month, this seasonal decline was much 
smaller than that experienced in any corresponding period since 
1929. : 

The Chamber estimate, which covers all but one of the 
major producers in the industry, was based upon reports of 
factory shipments. Production of Chamber members is sum- 
marized ag follows: August, 1933, 171,145; July, 1933, 177,080; 
August, 1932, 54,666; 8 months, 1933, 1,153,402; 8 months, 1932, 
793,655; 12 months, 1932, 977,134. 


M. & O. PASSENGER FARES 


The Mobile & Ohio, in No. 12214, surcharge for transpor- 
tation of passengers in sleeping or parlor cars between points 
in the state of Alabama, and in No. 11703, in the matter of 
intrastate rates within the state of Illinois, has asked the Com- 
mission to extend, for six months from September 30, its order 
suspending orders in the cases mentioned to enable it to con- 
tinue its experiment with reduced passenger fares. The reduced 
basis which the carrier desires to continue is two cents a mile 
in coaches and three cents a mile in parlor and sleeping cars, 
without surcharge. Its arguments for continuance of the ex- 
periment are similar to those made by the Louisville & Nash- 
Ville, which is also asking for a continuance of a two and three 
cent fare basis. 
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TRAFFIC WORLD POLICIES 


Editor The Traffic World: 

It seems to me that The Traffic World, in each succeeding 
issue, is getting further away from the purpose which justified 
its existence for a long period of time. 

The obvious conflict between the purpose responsible for 
the establishment of legislation operating to effect railroad 
economies and the administration’s efforts to increase purchas- 
ing power is unfortunate, of course. Nevertheless, the constant 
criticism and disparagement which has characterized your edi- 
torial policy is manifestly unfair and is decidedly out of place 
in a trade publication. In any event, one would hardly expect 
to find such partisan abuse in one or more of your other columns 
not definitely indicated as carrying editorial comment. 

As pointed out by you in a more recent issue, the magazine 
is yours and it is your privilege to publish anything you wish. 
At the same time, a subscriber is a customer and sound busi- 
ness principles and economics, of which you speak so fre- 
quently and eloquently, ordinarily contemplate a certain amount 
of consideration for those who buy. Apparently you do not 
look at it that way. 

Boston, Mass., Sept. 12, 1933. A. V. Irwin. 


It seems to us that the editorial to which Mr. Irwin refers (Sep- 
tember 2) explains our position fully, but he, of course, is entitled 
to his opinion. He is not entitled, however, to exaggerate. We have 
departed from what he considers the function of our publication in 
only one particular—that is, the discussion of the present ‘‘new deal” 
policies; we have done this only to a limited extent and we have 
explained why. As to our discussion of the inconsistencies between 
the railroad coordination act and the national recovery act and the 
activities of the coordinator in attempting to ride two horses at once, 
going in different directions, that is distinctly within our province, 
even from Mr. Irwin’s apparent point of view. We object to his use 
of the word “partisan.”? We are not partisan, but discuss these 
questions entirely from an unbiased point of view, however mistaken 
we may be. When we criticized President Hoover for some of his 
transportation policies, we were often accused of being partisan. 
Now that we are criticizing President Roosevelt, we get the same 
accusation. The explanation is that one is partisan when he criticizes 
something or someone approved by a reader, and fair and unbiased 
when in agreement with said reader. All editors are familiar with 
this phase of human nature. We object also to the insinuation that 
we carry ‘“‘partisan abuse’ in our news columns. Whether what we 
say can be characterized as abuse or not, our news columns are 
free from that sort of thing. Any reader, by perusing our news 
columns, can find out exactly what is happening and what is being 
said about it both by those who like it and by those who do not. 
These reports are not colored. What does Mr. Irwin think a publica- 
tion such as ours should do—accept everything that is done as proper 
and wise, lest it disagree with a reader, or express itself when it 
thinks otherwise? Of course, his opinion in this matter is not 
important, however much he may be entitled to hold it, for we know 
what the function of a transportation journal is and he does not. 
Though Mr. Irwin signs his name and gives a postoffice box number, 
he does not otherwise identify himself. Our records show that he is 
chief claim clerk for Eastern Steamship Lines, Inc., Boston. He 
was formerly a subscriber but is not now, though his company is. 
We make this explanation because our readers are entitled to know 
who the writers of published communications are. We are, perhaps, 
stretching a point in printing a letter from one who is not a sub- 
scriber, but who, nevertheless, presents the attitude and the rights 
of “those who buy.’’—Editor The Traffic World. 


UNFAIR TRUCK COMPETITION 


Editor The Traffic World: 

The resolution proposed by representatives of the Fed- 
erated Truck Associations, as printed in the September 2 Traffic 
World, page 377, in the writer’s opinion, is rather one-sided. 

Who has forced the railroads to reduce their rates? The 
railroads were forced to reduce their. carload as well as less 
carload rates to meet unfair competition of truck lines. Had 
the truck transportation companies upheld and maintained a 
fair level of rates, in fair competition, both the railroads and 
motor transportation companies would be much better off today. 

I have personally been interviewed by three different truck- 
ing concerns regarding the transporting of several truckloads 
of various merchandise, all three companies quoting different 
rates, all of which were not compensatory. The shipments 
actually moved by rail. 

If a trucking company can haul 7,000 pounds of a certain 
commodity 994 miles at a rate of 50 cents a hundred pounds, 
and maintain the rate as reasonably compensatory, surely no 
one would doubt that a rate of 60 cents a hundred pounds, 
minimum 40,000 pounds on the same commodity for the same 
distance, was unfair or unreasonable. 

The railroads have not, in the opinion of the writer, been 
publishing so-called cut rates, unreasonably compensatory, for 
the service rendered. It is true that numerous rates have been 
reduced to meet unfair truck competition by the rail carriers 
as self preservation. Their equipment was idle; unfair compe- 
tition of truck lines brought the entire drastic situation on the‘r 
own shoulders. 

The rail carriers have always been under jurisdiction of 
the Interstate Commerce Commission, compelled to maintain 
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at New York 


Here manufacturers are offered every possible service that 
their own factory branch could furnish other than selling 
the merchandise. “Store Door” delivery service provides 
economical, efficient distribution. Carload shipments to 
and from terminal are handled without loading or unload- 
ing charges to the shipper. Double-decked terminal 1300 
feet long by 150 feet wide located within the free lighter- 
age limits affords unequaled facilities for the movement 
of inbound and outbound steamship freight. Storage, 
handling and insurance rates are the very minimum. 


ATLANTIC TIDEWATER TERMINALS 
George W. Green, Vice-Pres. & Gen. Mgr., 17 State Street 
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at Buffalo. N. Y. 
Modern fireproof warehouses, located in the very heart of 
the wholesale and retail districts, provide for the hand- 
ling of all classes of merchandise in a most efficient man- 
ner. Capacity of 50 cars a day, all of which are worked 
under cover, insures against damage by the elements. 
Served by all railroads entering the city, Great Lakes 
steamers and New York Barge Canal lines. Special atten- 
tion is given to pool-car distribution. 





KEyYsTONE WAREHOUSE COMPANY 
W. J. Bishop, Gen. Supt., Seneca and Hamburg Streets 
s 
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at Norfolk. Va. 


At this great terminal property there is every modern de- 
vice for the rapid and economical handling of cargoes. 
There are three piers, each 1300 feet long, and four open- 
bulkhead berths. Eight warehouses provide 2,200,000 
square feet of floor space. They are served by depressed 
tracks and concrete drives. The receiving, delivering and 
classification yards have a capacity of 4000 cars. The prop- 
erty is served by Norfolk’s eight trunk-line railroads. 


NorFrotK TmewaTer TERMINALS 
J. A. Moore, Manager 
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at Boston 
Nine ocean-going cargo carriers can be berthed and 
worked simultaneously. Direct transfer of cargo—ship to 
rail. 360,000 square feet of covered wharf space. Modern 
concrete and steel buildings contain a half million feet 
of waterside storage space. Located on the line of the 


N. Y., N. H. & H. R. R., with efficient switching to the 
B. & A. and the B. & M. R. R. The strategic location 


makes it the ideal distributing point for merchandise con- 


signed to the various sections of New England, the Middle 
West and Canadian points. Vessel operators, shippers, im- 
porters and exporters can increase the efficiency of their 
operations by utilizing our facilities. 


Boston TivEWwATER TERMINAL, INC. 
L. J. Coughlin, General Manager, 666 Summer Street 


regarding the 
facilities at our 
respective ter: 
minals and 
warehouses, tar- 
iffs, etc., address 
the office near- 
est you. 
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at Philadelphia 
Fifteen berths for ocean-going cargo carriers. A million 
square feet of waterside storage. Rail service for B. & O., 
P. R. R. and Reading Company to all points. Railroad 
tracks extend the entire length of all piers. Twenty-five- 
acre yard for the storage and distribution of lumber. New 
concrete and steel shed of 3,000,000 board feet capacity for 
the storage of kiln-dried and finished lumber. Every facil- 
ity for loading and unloading railroad cars and motor 
trucks under cover. 


PHILADELPHIA TIDEWATER TERMINAL 
George M. Richardson, General Manager and Treasurer 
10 Chestnut Street 


at Philadelphia 


2,100,000 square feet of excellent storage space in 11 mod- 
ern warehouses conveniently located throughout the city. 
Each property is served by one or more railroads, B. & O., 
P. R. R., Reading Company or Philadelphia Belt Line 
R. R. As the largest operators of warehouses in Phila- 
delphia, we are excellently equipped to furnish every 
kind of service incident to the handling of package freight 
on L. C. L. shipments. Liberal cash advances on stored 
goods. Lowest insurance rates. 


MERCHANTS’ WarEHOUSE COMPANY 
Malcolm A. Buckey, Asst. Treasurer, 10 Chestnut Street 
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reasonable competitive rates via all routes, under an immense 
expense in the publication and maintaining of tariffs, and other 
regulations too numerous to mention, while the truck lines are 
under no expense in printing and distribution of tariffs. Very 
few regulations are they required to maintain, all regulations 
of the truck lines coming under jurisdiction of the state com- 
missions and only until lately did any state require or force 
them under any rate structure. 

Now that the N.R.A. is forcing them to uphold and main- 
tain specific. rates, schedules, etc., they begin to “cry” about 
unfair rate reductions by the railroads. They have given the 
rail carriers too much grief in the past few years—give them 
a little of their own medicine and they cry. 

Truck transportation on a fair competitive basis is one of 
the essential modes of transportation today. But, if this form 
of transportation is allowed to be operated in the future as in 
the past, the same cutthroat competition will exist, leaving the 
jobber, wholesale distributor, and consumer cutting each other’s 
throats in an effort to meet unfair competition. 

This firm is 100 per cent for the N.R.A. as well as all forms 
of transportation, operating on a fair competitive basis, and, 
in our opinion, no truck transportation company will exist 
until it is under a federal body and compelled to maintain a 
fair level of rates, schedules, and regulations on the same com- 
parative basis as the rail carriers. 

The Commission is Well aware of the unfair competition 
the rail carriers have been up against and has approved those 
rate reductions, requested by the rail carriers, believing them 
to be reasonably compensatory for the service rendered under 
the existing circumstances. Numerous requests for lower rates 
by the rail carriers have been denied by the Commission, be- 
cause they were not compensatory. 

The truck lines must get into line, maintain a fair level 
of rates, schedules, and regulations if they expect to support 
the N.R.A., and in all fairness to themselves, their competitors 
and the shipping and receiving public. The Golden Rule “of 
days gone by” instead of The Golden Rule “of today” would, 
if carried out, be of more assistance to the N.R.A., our Presi- 
dent, and the general public, and put our United States on a 
predepression basis, instead of doing so much “squawking” about 
unfair competition. 

Give the President your whole-hearted support, quit chisel- 
ing and crying about something you, as a truck operator, started 
several years ago yourself. oa ’ 


i E/R. Collins, 
iT Manager,/Charles Ilfeld Co. 
. B wdac, Ff . 
} 


Las Vegas, N. M., 





No. 26020 Sub. No. 
S. S. M./et al. 


1. Salisbury- atterlee-Way Co., Minneapolis, 
Minn., vs. M. St./P. , . 
Rates, L. C. L., ghipments“of mattress inner filler spring as- 


semblies, Holland, Mich., to Minneapolis, Minn., in violation sec- 
tion 6. Asks rates/and reparation. (M. E. Salisbury, pres., 201 
S. East Main St.,—Minneapolis, Minn.) 

No. 26077 Sub. No. 1. Monumental Sales & Manufacturing Co., Inc., 
St. Cloud, Minn., vs. A. & E. et al. 

Rates, rough and sawed granite, Deadwyler Spur, Elberton, 
Ethridge and Oglesby, Ga., Granite Quarry, N. C., and Barre, 
Fairmont and Montpelier, Vt., to St. Cloud, Minn., in viola- 
tion sections 1, 4 and 6. Asks rates and reparation. (B. J. Brooks, 
atty., Mills Bldg., Washington, D. C.) 

No. 26157. Nash-Finch Co. et al., Minneapolis, Minn., vs. A. T. & 


Ss. F.. et al. 

Rates, fresh apples, points in Wash., to points in Okla., Kan., 
and Mo., in violation of sections 1, 3 and 4, the undue preference 
alleged being for competitors at points in Kan., Mo. and Okla. 
Ask rates and reparation. (E. N. Adams, T. M., 304 Tulsa Bldg., 


Tulsa, Okla. 
No. 26160. Portales (N. M.) Chamber of Commerce et al. vs. A. T. 
& S. F. et al. 


Rates, fresh fruits and vegetables, points in N. M. to points in 
Tex., Okla., La. and Ark.; canned fruits and vegetables, points in 
N. M. to Tex. and Ariz.; sweet potatoes, points in N. M. to desti- 
nations in Ariz., Calif., Ore., Wash., Ida., Utah, Colo., Tex., 
Okla., Kan. and Mo.; broomcorn, points in N. M. to destinations 
in other states; alfalfa hay, from points in N. M. to destinations 
in Tex. and La.; grain and field seed, points in N. M. to desti- 
nations in Tex., Okla., La., Ark. and Miss. River crossings, Mem- 
phis and south; peanuts, points in N. M. to destinations in Ariz., 


Calif., Tex., Okla., La., Ark., Kan., Mo., and Miss. River cross- 
ings, in violation section 1; and rates, broomcorn, points in 
Colo., Kan., Okla. and Tex. to destinations within those states 


and other states relatively lower than rates from N. M. to like 
destinations, in violation of section 3. Similar allegations are 
made with respect to rates on grain and field seeds. Ask new 
rates. (S. J. Cole, practitioner, 1000 Fisk Bldg., Amarillo, Tex.) 
26161. Bedford Pulp & Paper Co., Richmond, Va., vs. Bush 
Terminal et al. 

Rates, waste paper and scrap pulpboard, from Brooklyn, Long 
Island City, Maspeth and New York, N. Y., Jersey City and 
Newark, N. J., Philadelphia, Pa., and Baltimore, Md., to Big 


No. 
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Island, Va., in violation sections 1 and 3, the- undue prefereng 
alleged being for, among others, Arrowhead, N. Y., Austin, pa 
Buffalo, N. Y., Canton, N. C., Erie, Pa., Fulton, N. Y., Halltows 
W. Va., Johnsonburg, Pa., Kingsport, Tenn., Lockport, N. Y,, ang 
Piedmont, W. Va. Asks new rates and reparation. (H. F. Iver. 
son, practitioner, 42-16 Barn St., Long Island City, N. Y.) 

26162. Stockton Port District, Stockton, Calif., vs. Souther) 
Pacific et al. ; 

Rates, canned goods, Turlock, Calif., to Stockton, Calif., as , 
factor in rail-and-water rates to points outside of Calif., in yi. 
lation section 1. Ask new rate after hearing at the earlies 
practical date. (Thos. S. Louttit, 906 California Bldg., Stocktoy 
Calif., and J. Richard Townsend, 1815 Mills Tower, San Frap: 
cisco, Calif., attys.) 

26163. Stockton Port District, Stockton, Calif., Southern 
Pacific et al. 

Rate, dried fruit, Fresno, Calif., to Stockton, Calif., as a factor 
in rail-and-water transportation to points outside of Calif., jp 
violation section 1. Ask new rate after hearing at earliest prac- 
tical date. (Thos. S. Louttit, 906 California Bldg., Stockton, 
Calif., and J. Richard Townsend, 1815 Mills Tower, San Frap. 
cisco, Calif., attys.) 

26164. Illinois Powder Manufacturing Co., St. Louis, 
A. & E. et al. 

Rates, high explosives, Grafton, Ill., to points in Ia., Neb, 
Mich., S. D., Wis. and Mo. Asks reparation. (John C. Ryan, 
T. C., 519 Victoria Bldg., St. Louis, Mo.) 

No. 7 Taylor Produce Co. et al., Kalamazoo, Mich., vs. A. C. L, 
et al. 

Rates, potatoes, points in Ga. and S. C. to points in Mich., in 
violation of sections 1, 2, 3 and 4, the undue preference alleged 
being for persons shipping from Lanes, S. C., and other §, ¢, 
points to the Mich. destinations. Ask rates and _ reparation, 
(A. L. Watkins, counsel, 1012 Academy St., Kalamazoo, Mich.) 

No. 26166. Nash-Finch Co. et al., Minneapolis, Minn., vs. A. T. & 

Ss. 2. Ot ai. 

Rates, vegetables, including onions, without tops, points in 
Colo., Utah and Ida., to Tulsa and other points in Okla. in violation 
of sections 1, 3 and 4, the undue preference alleged being for 
jobbers at Anthony, Caldwell and other points in Kan. and Mo. 
Ask rates and reparation. (E. N. Adams, practitioner, 304 Tulsa 
Bldg., Tulsa, Okla.) 

No. 26167. McLaughlin Gormley 

B. & O. et al. 

Rates, imported pyrethrum flowers, New York, N. Y., to Grand 
Rapids, Mich., in violation section 1. Asks rates and reparation. 


No. 


No. vs, 


No. Mo., vs, 


King Co., Minneapolis, Minn., vs, 


(G. A. N. King, sec.-treas., 1715 S. E. Fifth St., Minneapolis, 
Minn.) 

No. 26168. The Alamo Coal Co. et al., Denver, Colo., vs. A. T. & §. 
F. et al. 


Rates, coal, Colorado district to destinations in N. M. in vio- 
lation sections 1 and 13. Ask rates and the establishment of a 
relationship in rates from mines in Colo. to N. M. and from 
mines in N,. . to N. M. destinations. (F. O. Sandstrom, 
authorized agent, 822 Boston Bldg., Denver, Colo.) 

No. 26169. Mark P. Jacobsen Co., Chicago, Ill., vs. F. E. C. et al. 

Rates, tomatoes, Hallendale, and Homestead, Fla., to Detroit 
and Flint, Mich., and Pittsburgh, Pa., in violation sections 1 and 4. 
Asks rates and reparation. (John Andrew Ronan, attorney, 11 S. 
La Salle St., Chicago, Ill.) 

No. 26170. Cargill Elevator Co., Minneapolis, Minn., vs. G. N. . 

Rates, wheat, Kempton, N. D., to Minneapolis, Minn., reconsigned 
from Grand Forks, N. D., in violation sections 1 and 3. Asks 
rates and reparation. (R. W. Hoople, asst. secy., 761 New Cham- 
ber of Commerce, Minneapolis, Minn.) 

No. 26171. Butler Brothers, Chicago, Ill., vs. C. B. & Q. et al. 

Rates, overalls, Middlesboro, or Middlesborough, Ky., to Min- 
neapolis, Minn., in violation sections 1, 3 and 4, a higher rate 
being collected from Minneapolis, Minn., than was applicable from 
Middlesboro to Duluth, Minn., and Superior, Wis. Asks rates 
nd reparation. (B. W. Cunningham, g./m., Ist Ave. N. and 6th 
ts., Minneapolis, Minn.) 

No/ 26172. Diamond T. Motor Co., Chicago, Ill., vs. M. C. et al. 

Rates, mixed automobile parts, Chicago, IIl., to Leaside, Ont. 
in violation sections 1 and 6, the parts being also identified as 
motor truck chassis parts. Asks reparation. (L. V. Brandt and 

i W. Goodman, practitioners, 1018 S. Wabash Ave., Chicago, IIl.) 


REVENUE TRAFFIC STATISTICS 


Revenue a ton-mile of Class I steam railroads, except 
switching and terminal lines, in the six months ended with 
June averaged 1.014 cents as compared with 1.067 cents com- 
pared with the corresponding period of 1932, according to rev- 
enue statistics compiled by the Commission’s Bureau of statis- 
tics. In June the average was 1.036 as compared with 1.105 in 
June, 1932. 

The revenue a ton a road averaged $2.101 in the six months’ 
period of this year as compared with $2.188 in the first six 
months of 1932. In June of this year the average was $2.108 
as compared with $2.259 in June of 1932. 

The revenue a passenger mile in the first six months of 
this year averaged 2.153 cents as compared with 2.364 cents 
in the corresponding period of 1932. In June the average was 
2.069 cents as compared with 2.228 in June of last year. 

Revenue passengers carried in the six months’ period totaled 
208,410,000 as compared with 250,922,000 in the six months’ 
period of 1932. In June the revenue passengers carried aggre- 
gated 35,257,000 as compared with 38,262,000 in June of 1932. 





CONSOLIDATED CLASSIFICATION DOCKET 


In the Traffic Bulletin of September 16 is published Docket 
No. 55, of the Consolidated Classification Committee, for hear- 
ings of the Official, Southern, and Western Classification com- 
mittees in Atlanta, October 11, New York, October 18, and 
Chicago, October 24. 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


HE New York offices of the North German Lloyd and the 

Hamburg-American Line have received advices from Germany 
regarding the joint organization of the two lines created to 
bring about closer cooperation between their passenger and 
freight services between Europe and the United States and 
Canada. Services of the two lines to the North Pacific are 
excluded from the agreement. The objectives of the combina- 
tion are to effect stricter economies and to bring about im- 
provements. 

Heinz Schuengel, who has been in charge of the North 
German Lloyd operations in the United States, will be man- 
aging director of the new organization. Waldemar Klose, of 
Bremen, will be assistant director for passenger traffic, and 
Friedrich Loepthien, of Hamburg, will be assistant director for 
freight traffic. Christian J. Beck, present director of the Ham- 
purg-American Line in the United States and Canada, will 
supervise freight traffic here and John Schroeder, general pas- 
senger manager of the North German Lloyd in New York, will 
supervise the passenger business. 


Coordinated Regulation 


In a letter to Gen. Hugh S. Johnson, N.R.A. administrator, 
accompanying the draft of a code of fair competition for car- 
riers operating vessels between Atlantic coast ports and inland 
lake or river ports via the St. Lawrence River and/or the 
New York State Barge Canal, W. E. Hedger, president of the 
Canal Carriers’ Association, Inc., suggests coordinated regula- 
tion of rail, water, and motor carriers in order to eliminate 
ruinous competition. He says: 


The economic situation of and within the industry is such that 
ruinous and competitive rates and practices exist in this transport 
medium without regard to cost, uniformity or even responsibility. 
Rail and truck competition, the latter unregulated and the former 
permitted through unduly low rates also to compete at what is openly 
believed to be rates below the cost of service rendered, have had great 
influence in causing and continuing economic distortion within the 
waterline industry. These factors are especially important since rail 
transport is stated, authoritatively, to be without the control of the 
National Industrial Recovery Administration. 

To bring about the stated purposes of Title I of the National In- 
dustrial Recovery Act, and in furtherance of the wholehearted and un- 
reserved cooperation of this industry to accomplish these objectives, 
this code of fair competition must provide for reasonable regulation 
—to overcome the destructive and ruinous practices which are now 
a great burden upon it, and without which reasonable regulations 
economic rehabilitation is an utter impossibility. 

Further, coordination of rail rate regulations of the Interstate 
Commerce Commission, with the purposes of the stated policy of the 
National Industrial Recovery Act, must be effectuated, otherwise each 
transport medium will not be permitted properly to flourish and grow 
within its proper economic sphere, and in furtherance of the stated 
policy of Congress in Section 500 of the transportation act of 1920, and 
also in furtherance of the general policy of Title I of the National 
Recovery Act. 


Entrance of the Calmar Line into the eastbound intercoastal 
general cargo trade is announced beginning with the sailing of 
the steamer Portmar from the Pacific coast about the middle 
of September. The line has heretofore not carried general 
cargo on eastbound Sailings. Three sailings a month will be 
scheduled. 


The full cargo grain market has continued its firm tone in 
the last week, though activity slackened considerably in the last 
few days. In a number of cases rates showed a better tone. 
Berth rates also improved from New York to the Continent until 
a strike of grain handlers in Buffalo paralyzed business tem- 
porarily, The time charter trade was badly hit by the Cuban 
situation as well as the transatlantic trade in this commodity. 
The coal trade revived sufficiently to close a steamer for Brazil. 


Another grain fixture has been reported from Fort Churchill, 
for 45,000 quarters to Liverpool or Birkenhead on the basis of 
2s 9d for September-October. Among other charters reported 
in this division were a steamer to take 35,000 quarters from 
Montreal to Antwerp-Rotterdam at 7 cents for September load- 
ing, an improved rate, and another for 35,000 quarters to Bris- 
tol Channel, London or Hull at 1s 6d, with option for Liverpool 
or Birkenhead at 1s 844d for late September-early October. 

Recent transatlantic sugar cargoes fixed included two 7,000- 
ton vessels from Cuba to United Kingdom-Continent for the last 
half of September at 12s 3d and 12s 6d, and a 2,793-ton boat, also 
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Cuba to United Kingdom-Continent, at 12s 6d for last half of Sep- 
tember. 

Time charters in the Canadian coal trade formed the bulk 
of business in this division. A 2,000-ton American steamer was 
engaged for one trip, delivery U. S. Pacific, re-delivery Gulf, 
at $1.65 for prompt loading, for account of Pacific Continental 
Grain Co., marking resumption of activities of this company in 
chartering tonnage on time to move grain from the North Pa- 
cific to the Gulf. 

Two fixtures of ships to load scrap iron from the Gulf to 
West Italy were reported, both handy-sized vessels for Sep- 
tember, terms private. 

The coal fixture was a Greek steamer of 2,619 tons from 
Hampton Roads, Charleston, to Rio de Janeiro at 8c with option 
for Santos discharge at 8s 6d for middle October loading. 

Tanker business was limited. Two clean cargoes from the 
North Atlantic to the Continent were reported, one 8,000 tons 
at 7s 6d for October and the other 7,500 tons for United King- 
dom-Continent at 7s with option for Gulf loading at 8s 3d for 
October. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with Section 
15 of the Shipping Act, 1916, as amended, have been approved 
by the Secretary of Commerce: 


Portuguese-American Passenger Conference (pooling agreement) 
(208). Agreement between Cosulich Societa Triestina di Navigazione 
(Cosulich Line) and Compagnie Generale de Navigation a Vapeur 
(Fabre Line) to maintain agreed rates and pool earnings on passenger 
traffic eastbound and westbound between New York, Boston or Provi- 
dence and Lisbon (including through Spanish traffic via Lisbon) and 
the Azores. 

Pacific coast to Dominican Republic: 2242—Williams Steamship 
Corporation with Bull Insular Line, Ine.: This agreement covers 
through shipments from United States Pacific coast ports to Domini- 
can Republic, with transshipment at San Juan, Puerto Rico. This 
agreement supersedes and cancels Agreement No. 1114. 

Scandinavian and Baltic ports to U. S. gulf: 2398—American 
Seantic Line, Inc., with Southern Pacific Company (Southern Pacilic 


Steamship Lines—‘‘Morgan Line’’): This agreement covers through 
shipments from Scandinavian and Baltic ports to New Orleans, 


Houston and Galveston, with transshipment at New York. 

Japan to Puerto Rico: 2443—Osaka Shosen Kaisha with The New 
York and Porto Rico Steamship Company: This agreement covers 
through shipments of general cargo, except porcelain ware, chinaware, 
crockery, earthenware, toys, and beans, from Japan to Puerto Rico, 
with transshipment at New York. 

U. S&S. Pacific to Florida: 2476—Williams Steamship 
with Baltimore & Carolina Line, Inc.: This agreement provides for 
through shipments from United States Pacific coast ports to Fort 
Pierce, Jacksonville, Miami and Port Everglades, Florida, with trans- 
shipment at Baltimore and/or Charleston. This agreement supersedes 
and cancels Agreement No. 993, as amended. 

U. S. Atlantic to New Zealand and Australia: 2421—Nelson Steam- 
ship Company with Union Steamship Company of New Zealand, Ltd. 
2482—Williams Steamship Corporation with Transatlantic Steamship 
Company, Ltd.: Each of these agreements covers through shipments 
from United States Atlantic ports to New Zealand and Australia, with 
transshipment at San Francisco and/or Los Angles Harbor. Agree- 
ment No. 2482 cancels and supersedes Agreement No. 1596. 

2483—Williams Steamship Corporation with Union Steamship 
Company of New Zealand, Ltd.: This agreement covers through ship- 
ments from United States Atlantic coast ports to New Zealand and 
Australia, with transshipment at San Francisco or Los Angeles 
Harbor. This agreement supersedes and cancels Agreement No. 1126 
as amended. 


Corporation 


Agreements Modified 


Gulf/United Kingdom Conference (161-2)—Modification of agree- 
ment of the Gulf/United Kingdom Conference specifying amount and 
conditions of payment of brokerage on business from gulf ports to 
United Kingdom ports. 

1801-3—Matson Navigation Company with Pacific Coast Direct 
Line, Inc.: Modification provides for the inclusion of Pacific Coast 
Direct Line, Inc., as a participating intercoastal carrier in Agreement 
No. 1801, as amended, between Matson Navigation Company and 
American-Hawaiian Steamship Company, Williams Steamship Cor- 
poration, Luckenbach Steamship Company, Luckenbach Gulf Steam- 
ship Company, Panama Pacific Line, McCormick Steamship Company, 
Nelson Steamship Company, Arrow Line, Gulf Pacific Line, Quaker 
Line, Panama Mail Steamship Company, Dollar Steamship Lines, Inc., 
Ltd., Calmar Steamship Corporation, Shepard Steamship Company 
and Argonaut Steamship Line, Inc., covering through shipments from 
Atlantic and gulf ports of call of the various intercoastal lines to the 
Hawaiian Islands, with transshipment at Los Angeles or San 
Francisco. 

2329-2—Osaka Shosen Kaisha with The New York & Porto Rico 
Steamship Company: Modifies agreement covering through shipments 
of porcelain ware, crockery, earthenware and toys from Japan to 
Puerto Rico, via New York. The modification provides for the inclu- 
sion of chinaware as a commodity to move on through bills of lading 
from Japan to Puerto Rico. 


Agreements Canceled 


The west coast of Italy, north of Naples and Naples and Sicilian 
ports/north Atlantic range conference (89-C)—Cancellation of agree- 
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ment of the west coast of Italy, north of Naples and Naples and 
Sicilian ports/north Atlantic range conference covering traffic from 
Naples and west coast of Italy ports thereof and Sicily to Boston, New 
York, Philadelphia and Baltimore. 

821-C—Calmar Steamship Corporation with Erikson Navigation 
Company: Cancels agreement between the above named carriers which 
covered through shipments from Baltimore and Philadelphia to Val- 
lejo, Calif., with transshipment at San Francisco. 

678-C—Calmar Steamship Corporation with Erikson Navigation 
Company: Cancels agreement between the above named carriers 
which covered the movement of shipments from Baltimore and Phila- 
delphia to Mare Island, Calif., with transshipment at San Francisco. 

1176-C—Calmar Steamship Corporation with Christenson-Ham- 
mond Line: Cancels agreement between the above named carriers 
which covered the movement of traffic betweén the Atlantic coast 
ports of Baltimore, Philadelphia, New York, Boston, and Hampton 
Roads and Pacific coast ports of Portland, Astoria, Seattle, Tacoma, 
and San Francisco, with transshipment at San Francisco and/or Wil- 
mington or San Pedro. 

1624-C—Calmar Steamship Corporation with Christenson-Ham- 
mond Line: Cancels agreement between the above named carriers 
which covered the movement of shipments from Baltimore and Phila- 
delphia to Aberdeen and Hoquiam, Washington, with transshipment 
at San Francisco. 

1230-C—Calmar Steamship Corporation with Los Angeles Steam- 
ship Company: Cancels agreement between the above named carriers 
which covered the movement of traffic between San Diego, Calif., 
ml glaaa Atlantic coast ports, with transshipment at Los Angeles 
Harbor. 

The reason for requesting these cancellations is that no rates in 
connection with the coastwise carriers recorded above are named in 
the schedules filed by Calmar Steamship Corporation pursuant to the 
Intercoastal Shipping Act, 1933. 

1505-C—Gulf Pacific Line with Pacific-Java-Bengal Line: Cancles 
agreement between the above named carriers which covered through 
shipments from United States gulf ports to the Orient, with trans- 
shipment at Los Angeles Harbor or San Francisco. Cancellation of 
this agreement is requested because the Gulf Pacific Line does not 
desire to participate in the handling of this traffic. 

1614-C—Gulf Pacific Line with Nippon Yusen Kaisha: 1965-C—Gulf 
Pacific Line with Klaveness Line: Cancels agreements between the 
above named carriers which covered through shipments from United 
States gulf ports to Oriental ports, with transshipment at specified Pa- 
cific coast ports. Cancellation of these agreements is requested be- 
cause the Gulf Pacific Line does not desire to participate in the 
handling of this traffic. 

1966-C—Klaveness Line with Gulf Pacific Line: Cancels agreement 
between the above named carriers which covered through shipments 
from Oriental ports to United States gulf ports, with transshipment 
at Los Angeles Harbor or San Francisco. Cancellation of this agree- 
ment is requested because the Gulf Pacific Line does not desire to 
participate in the handling of this traffic. 


AUGUST MERCHANT SHIP ADDITIONS 


A total of 77 steam, motor, sail and unrigged vessels of 
5,673 gross tons were built in the United States and officially 
numbered in August, according to information made public by 
A. J. Tyrer, assistant director of the Commerce Department’s 
Bureau of Navigation and Steamboat Inspection. In August, 
1932, 55 such vessels of 2,697 gross tons were added to the 
American merchant marine. 

When a vessel is built or otherwise comes under the Amer- 
ican flag, the navigation laws administered by the Bureau of 
Navigation and Steamboat Inspection require that before the 
ship can be documented or operated, it shall have an official 
number carved or otherwise permanently marked on her main 
beam. This number is not to be altered during the life of 
the vessel. Of the vessels numbered in August, 69 were of 
wood construction, aggregating 3,806 gross tons, and 8 were of 
metal construction, aggregating 1,867 gross tons. 


WATERWAY IMPROVEMENTS 


Major General Lytle Brown, the chief of engineers, has 
transmitted to Congress his report on preliminary examination 
and survey of “New York Harbor, west side of Upper Bay from 
Constable Hook to Ellis Island,’ authorized by the river and 
harbor act approved August 8, 1917, and “New York Harbor, 
New York, the Upper Bay, the Narrows, the Lower Bay and 
Red Hook Flats, with a view to providing additional anchorage 
areas, the relocation of existing anchorage areas, the construc- 
tion of a breakwater off Staten Island in the Lower Bay, the 
construction of a channel connecting the area inclosed by said 
breakwater with the Ambrose Channel, and additional dredging 
where needed in the interest of navigation,” authorized by the 
river and harbor act approved July 3, 1930. 

The district engineer presented plang and estimates for 
the construction of a breakwater off Staten Island in the Lower 
Bay and the excavation of an enchorage of 4,200 acres in area 
under its shelter with an approach channel. He found that the 
cost ranged from $57,500,000 for an anchorage with depths vary- 
ing from 20 to 40 feet, to nearly $106,000,000 if the entire area 
were dredged to 40 feet. 

General Brown reported that a modification of the existing 
projects for New York Harbor was advisable, the modification 
to provide for dredging the area at the south end of Red Hook 
Flats 40 feet and 30 feet, respectively, dredging the north half 
of the Jersey Flats to 20 feet, and dredging a channel 20 feet 
deep and 500 feet wide along the New Jersey pierhead line 
from Kill Van Kull to this anchorage, all at an estimated first 
cost of $3,750,000, with maintenance at $125,000 a year. 
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The Secretary of War has approved the following allotmey 
of funds: Southwest Pass, Mississippi River, La., $138,500; St 
Clair River, Mich., $230,000; St. Marys River, Mich., and p, 
troit River, $501,000; Michigan, $1,462,000; Intracoastal Wate. 
way, Cape Fear River, N. C., to Winyah Bay, 8S. C., $126,000, 

Proposals for the dredging of approach channels to tt, 

Duluth-Superior harbor will be received and opened by th, 
United States district engineer at Duluth, Minn., on Septembe; 
18, An allocation of $1,276,000 was made for this dredging froy 
the funds allotted to the War Department for river and harbo 
work by the federal] emergency administration, 
: An allotment of $22,000,000 for construction of locks anq 
dams on the upper Mississippi has been made by Public Works 
Administrator Ickes. This is in addition to an authorizatioy 
of $11,500,000 previously made by him for the dredging of , 
nine-foot channel between St. Louis and Minneapolis. 


DENISON LAW APPEAL DOCKETED 


The government and the Commission, in No. 422, Unitej 
States of America et al. vs. Illinois Central et al., have docketej 
their appeal to the Supreme Court of the United States from 
the decision of the three judge court sitting at Wilmington, 
Del., which held the Denison act unconstitutional. The litiga. 
tion grew out of the prescription of joint rail and barge rates 
and divisions by the Commission in connection with the Amer. 
ican Barge Line. 


SHIPPING BOARD HEARING 


Hearing in docket No. 109 in re Association of Regulated 
Lake Lines Agreement (Conference Agreement No. 198) sched- 
uled to be conducted at Duluth, Minn., September 14, 1933, has 
been postponed without date. 


WATERWAY CODE 


Representatives of water lines who have been holding meet. 
ings with a view to the formulation of a code believe they have 
made such progress within the past week that they will be 
able, in a relatively short time, to present a proposal to the 
N.R.A. One of the conferences was held in Washington and 
another in New York. 

The N.R.A. is making a drive to hurry the submission of 
codes by industries that up to this time have not been able 
to agree on provisions for their own government in accordance 
with the terms of the recovery act. National Recovery Admin- 
istrator Hugh S. Johnson has announced October 1 as the dead 
line for substitution of codes under paragraph 13 of the Presi- 
dent’s reemployment agreement. That dead line, of course, does 
not apply to the submission of codes but it indicates the desire 
of the N.R.A. to accelerate all work in connection with re 
employment agreements, which serve ag ad interim codes while 
the industries are agreeing upon the details of codes. 

As to whether the government’s barge line will be subject 
to any code that may be approved by the N.R.A. there has 
been no change on that question from the conclusion drawn 
by General Ashburn that an utterance by Attorney General 
Cummings exempts the barge line from any codes that may 
be drawn. 


PANAMA CANAL TRAFFIC 


A radio message from the governor of the Panama Canal 
to the Secretary of War reports that the August traffic through 
the canal totaled 416 commercial vessels that paid tolls amount- 
ing to $1,829,754 and 20 launches that paid $178. 

A compilation of canal statistics given out by the War De- 
partment shows that in the six months ending with August, 
2,322 vessels passed through the canal as compared with 2,066 
vessels in the corresponding months of 1932. The tolls collected 
in the six months ended with August totaled $10,082,433 as com- 
pared with $9,415,773 in the corresponding period of 1932. 


AMERICAN SHIPBUILDING 


On August 1 American shipyards were building or were 
under contract to build, for private ship owners, 64 vessels, 
aggregating 37,846 gross tons compared with 60 vessels aggre- 
gating 34,846 gross tons on July 1, according to data made 
public by the Department of Commerce. Two steam and motor 
steel seagoing vessels, each of 4,800 tons, under construction 
at Newport News were the largest vessels under construction. 
Sixty-one vessels unrigged, steel, totaling 27,656 gross tons, 
constituted the bulk of the other tonnage under construction. 


AMERICAN MEN ON AMERICAN SHIPS 
Seamen of American citizenry numbered 75 per cent of 
the total seamen shipped and reshipped on American vessels 
during the preceding fiscal year, according to the Bureau of 
during the fiscal year just ended compared with 68 per cent 
Navigation and Steamboat Inspection, Department of Commerce. 











ten 
seen 



























































































































































































































i, No, 1 


llotmey, 
500; g 
and De 
Water. 
,000, 
CO the 
by the 
Dtembe 
Ng from 
| harbor 


‘KS and 
Works 
ization 
& of a 


United 
Cketeq 
3 from 
ngton, 
litiga. 

rates 
Amer. 


lated 
ched- 
» has 


neet. 
have 
1 be 
the 
and 


1 of 
able 
ince 
nin- 
ead 
esi- 
0eg 
sire 


ile 
act 
as 


Vn 


ay 


al 
rh 


o em OOS” ‘F 


September 16, 1933 


The Traffic World 


PAGE 469 





Materials Handling and Transportation 


(By Reginald Trautschold, Consulting Engineer) 


ECHANICAL cost-cutting in industry has become com- 

pulsory. It is the aim of the Industrial Recovery Ad- 

ministration to build up as rapidly as possible the 
purchasing power of industrial workers and to provide oppor- 
tunity of employment for all who seek it. Speed is the essence 
of this program, for, until the workers receive their pay, the 
commodities they produce will not move quickly enough, the 
wage earners themselves constituting the great mass of con- 
sumers. Production must not be allowed to outstrip the ability 
of the populace to buy. Work in process must be speeded up, 
raw materials must be converted into finished products on the 
shelves of the merchant in the shortest possible time, for only 
with the production schedules of manufacturers materially 
stimulated can the essential flow of money be sufficiently rapid 
and investment turnover be made satisfactory. 

For the time being, at least, the speed of transportation 
will be a dominant consideration, not only on the part of the 
common carriers, but within and without the manufacturing 
plant as well. Lack of needed capital will undoubtedly force 
many mills and _ fac- 
tories to buy supplies 
in smaller consignments 
than has been cus- 
tomary in the _ past, 
necessitating more fre- 
quent incoming  ship- 
ments, and there will 
be a steadier, though 
somewhat smaller, vol- 
ume of outgoing freight, 
calling for greater car- 
rier activity. Freight 
cars and other convey- 
ances will have to be 
more continuously on 
the move. Loadings 
and unloadings will 
have to be more expe- 
ditiously consummated 
and the time interven- 
ing between obtaining 
raw materials and con- 
sumer consumption of 
finished products cut to 
a minimum. Only by 
so doing can the coun- 
terflow of money be ade- 
quate and_ =suffice to 
meet demands. 

One of the major con- 
siderations in connec- 
tion with this essential 
need of greater speed 
has to do, quite natur- 
ally, with the move- 
ment of materials and 
methods of handling freight. The rapidity with which con- 
signments to and from the industrial plant can be transported 
is, obviously, of direct interest to the common carrier trans- 
portation systems. “Likewise, the freight handlers are actually 
much concerned with the speed at which work in progress in 
the manufacturing establishment proceeds, for, unless the pro- 
duction processes are expeditiously consummated, delays and 
confusion develop at both the back and front doors of the plant. 

The more up-to-date manufacturers have given a good deal 
of attention to the question of materials handling, it is true, 
thereby greatly simplifying the traffic problem in specific in- 
stances, and in their plants production moves forward in an 
efficient and orderly manner; but, for the most part, the indi- 
vidual plant’s materials handling problem has been subordinated 
to that of production. The inevitable result has been that there 
has been little or no real standardization in materials handling 
methods and a complex situation tending to slow down traffic 
service has developed in many mills and factories. Such a 
situation, moreover, not only commands individual attention 
for its successful correction, but is one of major concern to the 
transportation systems of the country. 

As an establishment’s business has grown and its activities 
increased and expanded, special materials-handling problems 
have frequently cropped up, the caring for which has compli- 
cated matters even more, often adding to the varieties of 
handling methods employed. In many instances, these -impro- 





Terminal costs reduced $72.00 a day by each of these electric lift trucks 


vised methods, rather than systems, of materials-handling have 


become so cumbersome and unwieldy that a complete rearrange- 
ment of production equipment, with more direct and efficient 
routing of materials and products, is advisable. An upheaval 
of this nature may effect desirable economies in the handling 
of a plant’s material supplies and of its products, but is rarely 
undertaken unless the situation really becomes acute. 

The establishment burdened with inadequate materials han- 
dling facilities is far more likely to temporize and attempt to 
build up, by attention to the more crying needs, a materials- 
handling system distinctly its own. The methods and equip- 
ment employed differ widely, as do also, customarily, the results 
obtained. To guard against costly mistakes, consequently, 
familiarity with available materials-handling equipment and with 
handling methods of demonstrated merit is essential, and, in 
this connection, periodic surveys of materials-handling systems 
in use in other establishments proves highly valuable to all con- 
cerned, particularly examination of developments that have been 
instrumental in effecting economies in time and money. 

So diverse are the 
successful materials- 
handling systems in 
use, however, and so 
much meritorious 
equipment is available 
nowadays, that no in- 
dustrial plant is suf- 
ficiently well equipped 
in respect to its mate- 
rials-handling facilities 
as to be able to disre- 
gard advantages of sys- 
tems developed in other 
plants. Only by inves- 
tigation of attainments 
in other establishments 
and a revamping of its 
own facilities as such 
studies dictate can the 
modern industrial plant 
rest content with its 
materials-handling 
methods. In the aver- 
age establishment, an 
amount equivalent to 
from 20 to 25 per cent 
of the total payroll is 
actually expended for 
the movement of ma- 
terials. 


Materials-Handling 
Equipment 


Where feasible, the 
use of conveyors and 
elevators for transport- 
ing materials over confined paths is usually to be advocated, 
and, where loading and delivery points are fixed, such equip- 
ment invariably effects marked economies and greatly expedites 
the movement of materials. Elsewhere, cranes and hoists in 
fixed locations or similar units of the traveling variety are 
more suitable. Finally, there are the many varieties of trucks, 
self-powered or manually operated, that are indispensable in 
most industrial plants and essential in effecting prompt and 
low cost handling of incoming and outgoing freight. These, 
briefly, are the tools available to the shipper, transporter, and 
receiver of merchandise and material supplies for speeding up 
industrial recovery and effecting new economies. 

There is no lack of materials-handling equipment of well 
demonstrated merit at hand—equipment that can be counted 
on to effect mechanical cost-cutting in one of industry’s major 
and most costly lines. The great question is how to make most 
advantageous use of these tools, how to speed-up, with their 
aid, the turnover of the industrial dollar, what tools to employ 
and when. 

In view of the marked progress being made continually in 
materials-handling and the extensive lines of available, high 
grade equipment, there are always numerous ways of effecting 
substantial improvements in handling methods. Some methods 
of materials transportation are better than others, naturally, 
or more adaptable to conditions, so it devolves upon each 
industrial establishment to be on the constant lookout for 
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opportunities of speed- 
up its manufacturing 
processes and of cut- 
ting materials-handling 
expenses. By so doing, 
the business of the 
transportation systems 
—rail, water, truck, and 
air—is stimulated, pro- 
duction costs are re- 
duced, and more money 
is put into circulation. 

A typical instance 
of these desirable re- 
sults and one that will 
also serve to show 
the interest of trans- 
portation companies in 
materials-handling im- 
provements in the in- 
dustrial plant, is to be 
found in the experience 
of the Philadelphia 
plant of the Container 
Corporation of America. 
Following the recom- 
mendations of consult- 
ing engineers, an _ in- 
vestment totaling $21,- 
600 effected an annual 
saving of $40,050. 

A rearrangement of 
certain production ma- 
chines was entailed to 
permit more direct and expeditious movements of materials 
and work in process; minor building alterations were made to 
furnish greater storage space; and the skid and lift power truck 
method of materials-handling was adopted in bringing about this 
desirable result. The industrial plant made an investment yield- 
ing close to 200 per cent per annum and the transportation 
companies serving the plant obtained a 15 to 20 per cent in- 
crease in freight business. . 


The use of electric lift trucks and the shipment of stock 
and products on skid platforms played important roles in 
effecting these substantial improvements and, while similar 
materials-handling units are not always to be recommended, 
their suitability for loading and unloading freight from box 
cars is so pronounced that a few other examples of typical 
instances where powered lift trucks have substantially cut 
freight handling costs should prove of interest. 

A case in point is where one of these units, equipped with 
a special fork for han- 
dling rolls of paper of 
half a ton or more in 
weight, has handled the 
contents of four box 
cars (132 rolls) in a 
single day, transport- 
ing each roll several 
hundred feet, deliver- 
ing the rolls between 
the doors in the ear, 
from which point the 
heavy cylinders were 
readily rolled to either 
end. The same _ job, 
performed manually, 
necessitated the steady 
employment of six men. 
So, at the end of the 
first year, the electric 
truck had actually cut 
the payroll costs of car 
loading by $3,054. 

In another estab- 
lishment, a somewhat 
similar electric lift 
truck has been han- 
dling four cars of rolls 
a day at a saving of 
8144 cents a roll, the 
purchase price of the 
truck being returned 
within the year. These 
trucks travel about 
three times as fast as 
a man walks and carry 
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Expeditious freight handling in modern terminal 





Hand lift trucks load box cars expeditiously with heavy consignments of flat paper 
stock on skid platforms 
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eight times the load , 
man can handle op q 
hand truck. At op 
freight terminal, wher. 
electric lift trucks ar. 
used extensively, with 
a system of platform 
skids, one truck saves 
the labor of ten men, 
In cash, despite the 
higher rate of pay com. 
manded by truck opera. 
tors, this means a re. 
duction in materials. 
handling costs for each 
truck of approximately 
$72 a day, or a saving 
of $21,600 a year of 
three hundred working 
days. 


Hand vs. Power Lift 
Trucks 


While reductions in 
freight handling costs 
of this nature are far 
from uncommon, where 
powered lift trucks in 
combination with skid 
platform shipments can 
properly be employed, 
there are also condi- 
tions and_ situations 
where hand-operated 
lift trucks are preferable, costing less in both first and operat- 
ing eosts. A hand lift truck will elevate a given load almost 
as rapidly as.an electric and will lower the load gently and 
safely in abot the same time. Consequently, marked differ- 
ences in length of haul or required moving effort must exist 
to favor the powered unit. The differential in favor of electric 
lift trucks in respect to speed of operation is slight for hauls 
up to about a hundred feet and the electrics cost about ten 
times as much as the hand trucks. 


At the Monroe, Mich., plant of the Consolidated Paper 
Company, electric powered lift trucks are used for all hauls 
in excess of 400 feet, while hand lift trucks are employed for 
the short hauls of not over 100 feet. Experience has demon- 
strated that in this plant it is not economical to employ hand 
lift trucks for service over longer routes. Furthermore, the 
floors must be smooth and level, else two men are required to 
make the pull with a heavily loaded lift (hand) truck. They 
(the hand lift trucks) 
are especially suitable 
for loading service on 
narrow docks, but to 
get the trucks into box 
cars without additional 
help, the levels of the 
door entrance and the 
dock should be_ the 
same. 

The uses to which 
hand lift and electric 
trucks can be _ profit- 
ably put are so diversi- 
fied, however, that the 
industrial plant en- 
gaged in mass produc- 
tion ordinarily has need 
for both types of units. 
The form in which the 
material carried is 
transported is also a 
consideration. At one 
paper mill, loading a 
box car with rolls of 
paper weighing from 
1,000 to 1,500 pounds 
each required the serv- 
ices of four men with 
one hand lift truck for 
ten hours. With an 
electric lift truck, one 
man now loads the car 
in about one-third of 
the time, effecting a 
reduction of between 
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70 and 80 per cent in freight handling costs. 
Transportation Interests 


There are numerous other systems and methods of cutting 
materials-handling expenses in industrial plants, of course, in 
all of which the transportation utilities should be keenly in- 
terested. Attention has been centered on powered and hand 
lift trucks for the simple reason that these particular forms 
of materials-handling equipment are generally recognized by 
transportation companies as essential and highly valuable tools 
in their own business. 

In hundreds of marine and railroad terminals and ware- 
houses, lift trucks are saving from $400 to $1,200 a truck each 
month. Like economies can and are being effected by the 
use of these and other suitable materials-handling units and 
systems in industrial plants. The point is that the transpor- 
tation systems of the country, the common carriers, profit 
materially from and by the industrial plant installations. Even 
such an apparently unrelated installation as the conveyor as- 
sembly line in a modern automobile factory means more and 
steadier business for the railroads—greater carrier activity. 

It is not simply the flow of freight in and out of the 
industrial plant that concerns the carriers, but also the smooth, 
uninterrupted progress of the work in process through the 
plant. It is not only front and back door delays, loadings and 
unloadings of freight, that are expenses burdening transporta- 
tion, cutting down profits and elevating freight rates, but in- 
efficient movements of materials through the industrial plant 
as well. The individual plant is in reality a link in the chain 
of industrial transportation where delays are as costly as they 
are in transit. 


TRANS-MO.-KANSAS BOARD 


The thirty-seventh regular meeting of the Trans-Missouri- 
Kansas Shippers’ Board will be held at the Jefferson Hotel, St. 
Louis, September 20. Commodity committees will present re- 
ports estimating carloadings in the territory for the last quar- 
ter of the year and railroad representatives will report on con- 
dition of equipment. M. J. Gormley, president, American Rail- 
way Association, will address the meeting, and general trans- 
portation conditions will be reviewed by L. M. Betts, car serv- 
ice division, Washington, D. C. Conditions local to the board 
will be reported by E. W. Coughlin, district manager. 

A number of special subjects are to be considered, includ- 
ing: “Should Competition Between Rail Carriers Be Pre- 
served as a National Policy?” “Inland River Navigation” will 
be the subject of a report by S. A. Fones. 


NEW ENGLAND ADVISORY BOARD 


Joseph B. Eastman, federal coordinator of transportation, 
will make his first public appearance since his appointment by 
President Roosevelt to that office at a meeting of the New Eng- 
land Shippers’ Advisory Board, at the Hotel Kimball, Spring- 
field, Mass., September 28 and 29, it is announced. 

The coordinator will be the principal speaker at a joint 
dinner of the New England Shippers’ Advisory Board and the 
Springfield Traffic Club, to be held on the first night of the 
two-day meeting. The presidents of all New England trans- 
portation lines, as well as other officials of railroads, steamship 
lines, and other forms of transportation have been invited to 
attend, and it is anticipated one of the largest gatherings in 
the history of the board will be present. 

Michael J. Gormley, president of the American Railway 
Association, and Warren C. Kendall, chairman of the car serv- 
ice division, will also be present. William F. Garcelon, gen- 
eral chairman of the Board, will preside at the sessions and at 
the dinner. 

In addition to the address by Coordinator Eastman, the 
nineteenth regular session of the board is expected “to be of 
extraordinary interest, in that it will be the first meeting since 
the general upturn in business.” The survey of business con- 
ditions to be presented by the railroads and various other 
industries and the reports of the commodity committees, fore- 
casting business for the coming quarter, should provide, says 
Field Secretary Louis M. Ross, a barometer of conditions which 
may be expected in New England for the final quarter of the 
year. 


SOUTHEAST ADVISORY BOARD 


The fortieth regular meeting of the Southeast Shippers’ 
Advisory Board will be held at the Hotel Ansley, Atlanta, Ga., 
September 21. Carloadings in the last quarter of the year will 
be estimated and numerous other transportation subjects dis- 
cussed. W. C. Kendall, chairman of the car service division, 
American Railway Association, Washington, D. C., will review 
the national transportation situation, and W. C. Griffin, district 
Manager, will report on district matters. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of ee | experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We dé not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear.to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Liability of Carrier for Failure to Perform Service Covered by 
Bill of Lading Notation, but Not Tariff Provision 


New York.—Question: There is some doubt in our minds as 
to the correctness of your answer to North Dakota, page 189 of 
The Traffic World dated July 29, 1933. In the Trexler Lumber 
Company case, 58 I. C. C. 754, no rate, it appears, was shown on 
the bill of lading. 

When a rate and handling instructions are shown on the 
bill of lading and the rate will not apply with the requested 
privilege, we believe the carrier is liable for damages which 
result from its failure to call the conflict to the shipper’s at- 
tention. 

In Gill-Andrews Lumber Company vs. Director-General, 57 
I. C. C. 498, the Commission held that it was the duty of the 
carrier to issue a bill of lading free from ambiguity and uncer- 
tainty; the charges, which resulted from acceptance of the ship- 
ment with conflicting instructions thereon, held illegal and repa- 
ration was awarded. 

Also see American Bridge Company vs. N. & W. Railway 
Company, 47 I. C. C. 235, where it was held that the notation 
on the bill of lading “for free lighterage” was sufficient to put 
a carrier on notice that such service could not be rendered at 
Greenville, N. J., an inland point. Reparation was awarded. 

We would also like to refer to the decision of the Com- 
mission in Pioneer Coal & Coke Company vs. C. B. & Q. Rail- 
road Company et al., 190 I. C. C. 553, where the Commission said 
it had repeatedly held that it is the duty of the carrier to notify 
the shipper when shipping instructions cannot be complied with. 
Also, see Kimball Fruit Company vs. W. M. Railway Company, 
178 I. C. C. 148, and Atlantic Lumber Company vs. Toledo & 
Ohio Railway Company, 46 I. C. C. 368. 

Answer: In Apperson Brothers Automobile Co. vs. L. E. 
& W. Railroad Co., 81 I. C. C. 392, the Commission had before 
it the matter of the applicable rate to apply where the bill of 
lading notation called for the stopping of a shipment for par- 
tial unloading, notwithstanding the fact that there was no tariff 
authority for the stop on the basis of the through rate plus a 
stop-in-transit charge. The Commission held that the collection 
of charges based on the combination over the point at which the 
shipment was stopped for partial unloading was proper, basing 
its findings on the principle of a misquotation of a rate, in 
which class of cases the Commission holds that irrespective of 
the rate quoted the legal rate must be paid by the shipper and 
collected by the carrier. This is correct, in that a carrier can- 
not accord any privilege or make any allowance to a shipper 
which is not authorized in a legally published and filed tariff. 
In other words, where there is no privilege authorized by tariff 
there can be no obligation on the part of the carrier to accord 
a shipper a privilege which the shipper, by a notation on the 
bill of lading, has requested of the carrier; a shipper cannot 
demand that which is not held out by a carrier in its tariffs. 


Liability of Carrier for Delay to Shipment Where Conflict Exists 
Between Marks on Package and Address in Bill of Lading 


New York.—Question: Will you please inform us as to our 
rights in a controversy arising over the marking on the case 
and the bill of lading? 

A certain less-than-carload shipment moved from New 
Haven, Conn., consigned to our store. The bill of lading con- 
tained the correct name, address and destination of the store 
for which the goods were intended. However, the shipper 
erroneously marked the case with a different destination. The 
shipment moved forward to the wrong destination point. We 
were unaware of the fact and we filed claim for the loss of the 
entire shipment, inasmuch as our store did not receive the mer- 
chandise. After a thorough investigation, the carrier located 


the shipment which had been stored in a warehouse for four 
months at the destination shown on the case. 


We insist that 
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the carriers are responsible and should pay our claim. The 
merchandise is of no value to us now and we will not accept 
it. The carriers decline responsibility and refuse to honor our 
claim, stating that as the case was marked with the wrong 
destination, they are not liable. 

Will you please inform us whether we are entitled to the 
amount of this claim? 

Answer: So far as the question of the liability of a carrier 
for misdelivery, where there is a conflict between the bill of 
lading and the marks on the package, is concerned, it seems 
apparent from the decisions in Union Pacific R. R. Co. vs. Burke, 
255 U. S. 371; 41S. Ct. 283; N. Y.C.& H. R. R. R. Co. vs. Samuel 
Goldberg, 250 U. S 85, 39 S. Ct. 402; New York Central R. Co. 
vs. Lazarus, 278 Fed. 900, and Guillaine vs. General Trans- 
Atlantic Co., 3 N. E. 489, that as the bill of lading constitutes 
the contract between the parties, the provisions thereof govern 
in determining the duty of the carrier in making delivery of such 
a shipment. Furthermore, this is the holding in the case of 
Wall vs. American Railway Express Co., 272 S. W. 76. 

See, however, the decision in American Ry. Express Co. 
vs. Ewing-Thomas Converting Co., 292 Fed. 335. This case ap- 
parently holds that a carrier is not liable for misdelivery where 
packages are incorrectly addressed by the shipper, but is liable 
where, notwithstanding the shipper’s mistake, the error should 
have been discovered and corrected by the carrier. In this 
case the court said: 


There is no doubt about the rule of law, independent of statute, 
that where a shipper misdirects goods and a loss results solely 
from such misdirection, the loss falls upon the shipper whose care- 
less conduct caused it. Conger vs. C. & N. W. Ry. Co., 24 Wis. 57, 
1 Am. Rep. 164; Trelevan vs. N. O. R. R. Co., 89 Wis. 598, 62 N. W. 
536; L. S. & M. S. Co. vs. Hodapp, 82 Pa. 22. 

We think that the defendant has borne the burden of establish- 
ing that the delay in delivering the 14 rolls of yarn was primarily 
due to “improper addressing.’’ Therefore, the defendant, on the 
authority of Baer vs. Adams Express Co. and National Line S. S. 
Co. vs. Smart, supra., contends that it is free from liability for 
loss due to delay in making delivery. This contention is sound, if 
the misdirection in shipping was the fault of the shipper. 

Pursuant to the contract X Company delivered at A, N. C., 
on March 3, 1920, to the American Ry. Express Co., 16 rolls of the 
yarn containing 14,896 pounds, to be shipped to the plaintiff at 
Chester, Pa. 

Eight days later, March 11, 1920, two of the 16 rolls were de- 
livered to the consignee at Chester. The express company was no- 
tified that the other 14 rolls had not been delivered. It appears that 
the 14 rolls were addressed on the package to the plaintiff at Phil- 
adelphia, instead of Chester, Pa., though the address was correctly 
stated on the shipping receipt, given by the express company to 
the shipper, but the plaintiff did not have an office, or place of busi- 
ness in Philadelphia, and so the defendant was unable to deliver 
the 14 rolls there. 

A carrier is relieved as an irfsurer only when it is free from 
fault. The provision in the shipping receipt is merely the state- 
ment of the general rule of law. Maghee vs. Camden & Amboy R. R. 
Co., 45 N. Y. 514, 6 Am. Rep. 124. The proper address would have 
been disclosed by a communication from the defendant to the con- 
signor, informing it that the 14 rolls were in Philadelphia and could 
not be delivered: to the consignee there, but there is no evidence 
that any inquiry was made. If the carrier itself is guilty of some 
negligent act or omission, without which, notwithstanding the fault 
of the shipper, the loss would not have occurred, it is liable. 
McCarty & Baldwin vs. L. & A. Ry. Co., 102 Ala. 1938, 14 Sou. 378; 
Weaver vs. Sou Ry. Co. supra. When the defendent proved by the 
cross examination that it was the “improper addressing’ which re- 
sulted in bringing the 14 rolls of yarn to Philadelphia, the burden 
of proving negligence on the part of the defendant, or such circum- 
stances from which it might be inferred, was on the plaintiff. 
National Line S. S. Co. vs. Smart, supra.; Baer vs. Adams Express 
Co., supra.; Ridge vs. Erie Railroad Co., 54 Pa. Super. Ct. 602. 


Tariff Interpretation—Charges Applicable on Excess Ice 


California— Question: Prior to June 1, 1933, Perishable 
Protective Tariff No. 6, Rule 242 thereof, provided among other 
things that a shipper will be permitted to place ice in the body 
of a car not to exceed a maximum of 9,600 pounds, and provides 
further that any amount of ice in excess of 9,600 pounds will 
be transported and charged for on basis of the freight rate 
applicable on the lowest rated commodity contained in the car. 

Recently we received freight bills on several cars that 
moved from California to New York showing that carriers had 
track scaled the cars and after making certain allowances for 
free weight had assessed us for the excess body ice claimed to 
have been in the car at time of track scaling. 


Without going into details as to the methods used in arriv- 
ing at this excessive weight and even assuming that carrier’s 
figures are correct, the fact remains that the cars arrived in 
Chicago bare of top-icing and, of course, at destination dry. 

The question is: Are carriers justified in assessing freight 
charges on the excess weight from California to New York, 
where it is shown that this weight had disappeared probably 
before cars reached Chicago? 

Answer: Subdivision 3, of paragraph (a) of Rule 242 of 


Perishable Protective Tariff No. 6, provides that ice in excess 
of the amounts specified in sub-paragraphs “1” and “2” will be 
transported and charged for on basis of the freight rate ap- 
plicable on the lowest rated commodity contained in car, Pre- 
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sumably the rate to apply is that from point of origin to the 
final destination and not from origin to point where the exceg 
disappeared, inasmuch as the rate to apply is that applicable q 
the lowest rated commodity contained in the car, which wou 
be the rate from point of origin to destination. The applicatio, 
of the rate from origin to the point where the excess disappear 
would only be more reasonable in degree, in that from the mo. 
ment of placing the ice in the car there is a disappearance 
thereof which continues until all of it is gone, yet the same 
freight charges would be assessed on the amount remaining be. 
fore final disappearance as of the amount placed in the car at 
point of origin. It. would, however, be more equitable to base 
the charges on the rate from origin to the point where the 
excess ice disappears, if this is ascertainable. However, the 
principle of the present rule is present in the case of cars 
stopped in transit for partial unloading or to complete loading, 
and, so far as we know, has not been attacked as unreasonable, 
In its decision in Stopping of Cars in Transit to Complete Load. 
ing, 36 I. C. C. 130, the Commission said: 


The transportation charges are based upon weight at destination 
of the shipments, in cars stopped to finish loading and upon the 
initial weight in cars stopped to be partially unloaded. The rate 
charged is the carload rate from point of origin to final destination 
unless the rate from the intermediate station where the loading 
was completed or to the intermediate unloading point be higher, in 
which event the higher rate is assessed on the full weight. 


Routing and Misrouting—Shipper’s Error in Stating Destination 


Tennessee.—Question: A shipment was delivered to the 
railroad company consigned to a point in New York and for-. 
warded by the railroad to that point. After the shipment reached 
New York City it developed there was no such point in New 
York and after communicating with the shipper, the shipment 
was forwarded to the correct destination. In the meantime 
additional freight charges and storage had accrued. Can we 
recover from the railroad company as damages, the amount 
in excess of the legal rate from point of origin to correct des- 
tination? 

Answer: See, with respect to this question, the decision 
of the Commission in Riverside Western Oil Company vs. Mid- 
land Valley Railroad Co., 42 I. C. C. 589, on page 590, of which 
case the Commission said: 


The difficulty with reference to the shipment was the result of 
three errors The error of the shipper; the error of the initial car- 
rier’s agent in executing the erroneous bill of lading in the first 
instance; and the error of the North Western in not obtaining def- 
inite information from the initial carrier or from the shipper as to 
the correct destination. 

Under the circumstances of this case we think that by reason 
of its own error the complainant may not impute negligence to any 
of the defendants, notwithstanding the fact that defendants failed 
to meet their full duty with respect to this shipment. Woodland 
Lumber Co. vs. N. S. R. R. Co., 38 I. C. C. 709. 

We find that the charges collected are not shown to have been 


unreasonable or otherwise in violation of the law. The complaint 
will be dismissed. 


Conversion—Unjustified Sale of Goods for Freight Charges 


New York.—Question: A shipment is unclaimed at desti- 
nation, the consignee making no response to the carrier’s notice. 
The carrier notifies the shipper, requesting disposal orders and 
the shipper writes the carrier as follows: 


Would advise you to get in touch with him (consignee) and if 
he refuses to take the goods, please reship them to us at X, N. J. 


The carrier fails to locate the consignee, but does not return 
the shipment. Instead, it again writes the shipper, stating that 
it cannot comply with previous instructions to return the ship- 
ment, unless the shipper furnishes the bill of lading or an 
indemnity agreement. The shipper takes no action subsequent 
to this advice. The shipment is then stored and finally sold. 
The amount realized is not sufficient to cover accrued charges, 
including storage. 

The shipper files claim for value of the goods lost, and the 
carrier seeks to collect storage charges from the shipper. 

We contend that the carrier is liable for failure to comply 
with the shipper’s instructions, even though the subsequent 
notice was ignored, and regardless of the shipper’s failure to 
submit the bill of lading with such instructions. 

Answer: Paragraph (b) of section 4, of the Uniform Bill 
of Lading Contract, Terms and Conditions provides: 


Where nonperishable property which has been transperted to 
destination hereunder is refused by consignee or the party entitled 
to receive it, or said consignee or party entitled to receive it fails 
to receive it within 15 days after notice of arrival shall have been 
duly sent or given, the carrier may sell the same at public auction 
to the highest bidder, at such place as may be designated by the 
carrier: Provided, that the carrier shall have first mailed, sent, or 
given to the consignor notice that the property has been refused 
or remains unclaimed, as the case may be, and that it will be 
subject to sale under the terms of the bill of lading if disposition be 
not arranged for, and shall have published notice containing a de- 
scription of the property, name of the party to whom consigned, or, 
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railroad efficiency. 
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if shipped order notify, the name of the party to be notified, and the 
time and place of sale, once a week for two successive weeks, in a 
newspaper of general circulation at the place of sale or nearest place 
where such newspaper is published. Provided, that 30 days shall 
have elapsed before publication of notice of sale after said notice 
that the property was refused or remains unclaimed was mailed, 
sent, or given. 


In the case of In Re Taub, 7 Fed. (2d) 447, it was held 
that a carrier delivering goods to the consignee on a straight 
bill of lading, after receipt of instructions from one having a 
right of property or possession, not to deliver to such consignee, 
is liable to the person so instructing, in view of the Act of Au- 
gust 29, 1916, section 10, known as the Pomerene Act. See, 
also, to the same effect the decision in Atlantic Coast Line R. 
Co. vs. Roe, 109 Sou. 205. 


In this case it was held that the presumption that the con- 
signee of goods shipped over the line of a common carrier is 
the owner of the goods and entitled to receive them is a re- 
buttal one; that if the carrier has notice that the consignee is 
not the owner or not entitled to receive the goods, delivery to 
him will constitute conversion; that in an action against a 
common carrier for wrongful delivery of the goods to the con- 
signee named in the bill of lading, the burden is upon the plain- 
tiff to show that the carrier had notice that the consignee was 
not the owner of the goods and was not entitled to receive them 
on arrival at destination; that an interstate carrier of goods 
is liable for the wrongful delivery of goods to the consignee 
named in a straight bill of lading, if, prior to such delivery, the 
carrier had been requested by or on behalf of the person having 
a right of property or possession in the goods not to make such 
delivery, or had information at the time of delivery that it was 
to a person not lawfully entitled to the possession of the goods. 

While the facts in the instant case are different, the carrier 
is liable, if at all, for conversion because of its failure to comply 
with the shipper’s instructions and its disposal of the goods for 
its freight charges. 

As the goods were apparently shipped on a straight bill of 
lading and therefore presumptviely title thereto was in the 
consignee, the carrier was justified in demanding proof of the 
consignor of its right to a return of the goods or indemnity in 
the absence of such proof of right. However, the carrier was 
not, in our opinion, justified in selling the goods for freight 
charges in view of the circumstances surrounding its attempts 
to make delivery of the shipment and the fact that the shipper 
had given disposition instructions. The carrier could not have 
been held liable by the consignee for failure to deliver in view 
of its inability to locate the consignee. The consignees’ (the 
buyers’) recourse being against the consignor (the seller), the 
carrier had no need for indemnification and therefore was not 
in our opinion justified in selling the goods because of the 
shipper’s failure to furnish indemnification, 


Tariff Interpretation—Application of Rule 15 of Classification— 
Application of Carload Rate and Minimum Weight When 
Article Subject to Rule 34 to L. C. L. Shipment 


Illinois.—Question: A shipper loads a 40-ft. car with two 
boxes of household goods weighing 9,500 pounds, and tenders 
shipment as an L. C. L, shipment. The dimensions of the boxes 
were 6 ft. by 6 ft. by 8 ft., and 6 ft. by 7 ft. by 10 ft. The boxes 
could not be loaded through a 36-ft. box car door, 

It later developed that the carload rate based on a 36-ft. 
car, minimum, is cheaper than the L. C. L. rate. However, as 
a 40-ft. car was used carriers are demanding minimum of 40-ft. 
car based under Rule 34 of the Classification. It is my opinion 
that as the boxes only covered 118 square feet of the car floor, 
while a 36-ft car has a floor space of 288 square feet, the min- 
imum should be based on a 36-ft. car, as this shipment was 
tendered as an L, C. L. shipment and carriers had a right to 
load additional freight in the car, shipper using less than one- 
half of the floor space, notwithstanding the fact that shipment 
could not be loaded through a 36-ft. car door. These boxes 
were loaded by shipper per Classification Rule 29, section 3. 

Answer: Regardless of how the carrier handles the ship- 
ment, it having been tendered as a less-carload shipment, it is 
subject to the applicable less-than-carload rate. This rate may 
be the regular rate applicable to the ordinary less-than-carload 
shipment of that article, or, if the shipment hag sufficient weight, 
it becomes subject to another sort of less-than-carload rate. We 
refer to the maximum less-than-carload rate, which is the rate 
‘that would apply had the shipment been tendered to the carrier 
as a carload shipment. Section 1 of Rule 15 holds the carload 
rate as a maximum. The question to determine is, upon what 
weight basis shall the carload charge be computed? Section 1 
does not state, 

We think the situation similar in principle to that involved 
in James Mfg. Co. vs. C. & N. W., 147 I. C. C. 271, and N. O. 
Nelson Mfg. Co. vs Mo Pac, 153 I C. C. 272, covering mixed ship- 
ments of articles subject to Rule 34 of the Classification. This rule 
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required that the carload should be charged at the highest rat, 
and highest minimum weight. A 40-ft. car actually carried the 
mixed shipment. The carriers contended that, in determining 
the charges on the several articles in the mixture “as if” they 
had been tendered in straight carloads, and selecting , 
minimum weight that would have obtained on such straight 
carloads, it was proper to use the minimum of the car actually 
carrying the mixed shipment. The Commission held this was 
improper, and said: ; 


Where the length of car affects the result, it must be assumed 
that such equipment is used as will produce the lowest total charge, 
i. e., 36-foot cars. Nor is that assumption unfair to the carriers, as 
they can not reasonably ask for a higher minimum charge for the 
transportation of a mixed carload shipment in a single car, than the 
combined minimum charge for the two 36-foot cars which the ship- 
per might have used in making the shipment. 


It appeared that the separate articles could have been loaded 
into a 36-foot car. To arrive at the minimum on the mixed 
shipment it was necessary to make “theoretical shipments” and 
rate them accordingly. The Commission assumed, and reason- 
ably so, we think, that these theoretical shipments would have 
moved in cars of the size necessary to carry them, and not in 
cars of greater length. When comparing the less-carload charges 
with a theoretical carload shipment, under Rule 15 (1), there. 
fore, we think we must assume that the shipment would have 
moved in that size car necessary to carry it and not a greater, 
and there is nothing inequitable in this construction for either 
carrier or shipper. The car actually carrying the shipment has 
nothing to do with determining this charge. 





Doings of the Traffic Clubs 





The secretary of the Associated Traffic Clubs of America 
announces that arrangements are well under way for the twelfth 
annual convention of that organization in Baltimore, October 
24 and 25. The Lord Baltimore Hotel will be headquarters. 
Both member and non-member clubs are invited to be repre- 
sented. Reduced round trip railroad fares have been arranged 
for under the identification certificate plan, the round trip rate 
being a fare and a third. It is announced that tentative ac- 
ceptances have been obtained from the following speakers: 
J. B. Eastman, federal coordinator of transportation and mem- 
ber of the Interstate Commerce Commission; Daniel Willard, 
president of the Baltimore and Ohio Railroad; Roger Lapham, 
president of the American-Hawaiian Steamship Company. 





The York Traffic Club held a dinner meeting at the Coun- 
try Club of York September 14. It was the first regular meet- 
ing following the summer recess. E. K. Morse, vice president, 
Seatrain Lines, spoke on “Out to the Sea on Rails.” Golf was 
played in the afternoqn. 





Through the courtesy of the Wilson Line the Traffic Club 
of Philadelphia was entertained on a “moonlight sail” on the 
Delaware River aboard the steamer State of Pennsylvania 
September 12. 





The next meeting of the Traffic Club of Dallas will be held 
September 25. 





An elaborate exhibit on the prevention of freight loss and 
damage was shown at a dinner meeting of the Wyoming Valley 
Traffic Club at the Hotel Sterling, Wilkes-Barre, Pa., Septem- 
ber 6. The main exhibit was prepared by the Freight Con- 
tainer Bureau of the American Railway Association, to which 
the Railway Express Agency and individual railroads made con- 
tributions. The display, illustrating a wide range of principles 
involved in the packing and loading of freight, was obtained 
through the cooperation of the freight loss and damage com- 
mittee of the Atlantic States Shippers’ Advisory Board. It was 
the first time it had been shown at a traffic club meeting, 
having previously been on display at a number of advisory 
board meetings. Edward Dahill, head of the Freight Container 
Bureau, was in charge of the exhibit and members of his staff 
were among the speakers. The principal address was made by 
A. P. Kivlin, assistant chief engineer, and other talks were 
by H. R. Flynn, engineer, and George Dallas, special repre- 
sentative of the Railway Express Agency. 





The Transportation Club of Evansville will open its fall 
program with a dinner meeting at the Hotel McCurdy Sep- 
tember 20. Joe Marshall, special representative, claim division, 
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American Railway Association, Chicago, will be the speaker. 
Special entertainment will be provided. 


The Women’s Traffic Club of Birmingham held a meeting 
at the Tutwiler Hotel September 9 and made plans for the 
fall and winter months. 


The annual meeting and election of the Transportation Club 
of Des Moines will be held at the Hotel Kirkland September 18. 
Dinner will be served and there will be a program of enter- 
tainment, including dinner and music. 


At a meeting of the Traffic Club of Atlanta at the Atlanta 
Athletic Club September 11 Joe Marshall, special representative 
of the claim division, American Railway Association, spoke on 
“Serving the Customer.” The Traffic Club Quartette enter- 
tained. 


The Motor City Traffic Club will give a golf tournament 
and dinner dance at the Birch Hill Golf and Country Club 
September 16. It will be the last golf tournament of the season. 


About one hundred members attended the regular meeting 
of the Traffic Club of Newark, September 12, in the Chamber of 
Commerce auditorium, after a recess over July and August. 
Preceding the business session, a forum on the subject of trans- 
portation codes was presented under the direction of the educa- 
tional committee, Earl C. Fuller, chairman. A nominating com- 
mittee, consisting of the following, was elected: Bernard Flynn, 
Benjamin Lewis, Charles Goelzer, A. N. Granzen, S. V. Rettino, 
W. W. Stephens, and Frank V. Brokaw. At the October meeting 
a ticket of officers for the ensuing year, and two members of 
the board of governors, for three years, will be nominated. 
Entertainment was provided by William Nicoll, chairman of the 
entertainment committee. Eric E. Ebert, president, presided. 


The annual golf tournament and opening fall meeting of the 
Transportation Club of St. Paul will be held at the Midland Hills 
Golf Course, September 19. Dinner will be served at the club 
house following golf. 


The following were nominated as officers of the Women’s 
Traffic Club of Greater New York at its first meeting of the 
fall season, September 12: President, Carrie Henoch, Traffic Club 
of New York; first vice-president, Elsa L. Wendt, Procter and 
Gamble Manufacturing Company; second vice-president, Irene 
Dinkelspiel, Lehigh Valley; recording secretary, Mildred T. 
Genther, American Tobacco Company; treasurer, Dorothy Lewis, 
Roofings, Inc. This slate of officers will be voted on at the 
first October meeting. 


The “Fall Golf Party” of the Traffic Club of Wilmington will 
be held at the Concord Country Club September 21. Luncheon 
and dinner are on the program. 


The monthly meeting of the Portland (Ore.) Industrial Traf- 
fic Club was held at the Nortonia Hotel, September 13. 


A noon forum meeting was held by the Traffic Club of New 
York at the Commodore Hotel, September 15. Grover A. Whalen 
discussed certain features of the national recovery program. 
Vice-President Roberts was in charge and members of the 
Women’s Traffic Club of Greater New York were invited. The 
final rounds in the competition for the President’s Trophy will 
be played at a golf tournament at the Braidburn Country Club, 
Madison, N. J., September 19. Those qualified for the semi-finals 
are: Joe d’ Alton, matched against Jack Gerlin, and John 
Urquart, matched against Harry Goble. 


Selection of a nominating committee was effected at a meet- 
ing of the New Orleans Traffic Club, which resumed its semi- 
monthly sessions after the summer vacation, September 11. Mem- 
bers of the committee were nominated from the floor and voted 
on, the winning slate including E. E. Clark, commercial agent, 
Illinois Central; S. R. Rarnett, traffic manager, Southern Cotton 
Oil; Edgar Moulton, general manager, N. O. Joint Traffic Bureau; 
W. J. Ford, general agent, Rock Island; L. D. Richeson, of W. L. 
Richeson and Son; A. C. Cocke, traffic manager, Lykes Bros.- 
Ripley; and J. J. Dee, traffic manager, Anderson, Clayton and 
Company. 

The meeting was presided over by President J. E. Fitzwilson, 
Southern Railway, and was addressed by Joe Cousins, Wabash, 
first president of the club; Joseph Lallande, Southern Pacific, 
another past president, and R. J. O’Rourke, who preceded Mr. 
Fitzwilson in the presidency. A letter from past president Carl 
Geissow, now in St. Louis, was read. The speakers urged active 
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support of the organization and recommended to the NOmMinating 
committee that slates for officers be carefully selected so as to 
promote good will and obviate formation of “opposition” Slates, 


The Metropolitan Traffic Association of New York helq its 
first meeting of the fall season September 14 at the Hotg 
Victoria. Plans for activities in the coming months were dig 
cussed. It was announced that the association will hold , 
Hallowe’en supper dance October 28 in the grand ballroom o 
the hotel. Dancing will begin at 9 p. m. and supper will be 
served at midnight. J. R. Miller is chairman of the commit. 
tee arranging the affair. 


The annual outing and “Decatur Day” of the Transporta. 
tion Club of Springfield will be held at the Grandview Country 
Club September 19. It will be a “stag” affair with dinner, 
cards, and other entertainment in the evening. Golf will be 
played all day. 


The Capitol District Traffic Association will give a clam 
bake at Albany, N. Y., September 19. About three hundred 
are expected to attend. W. E. Savage, Southern Pacific, jg 
chairman in charge of arrangements. 


Free courses in traffic, under the sponsorship of the Traffic 
Club of St. Louis, will open at the Hadley Vocational School 
September 18. The Traffic Club has cooperated with the $¢t. 
Louis Board of Education for the last six years in maintaining 
free night classes in traffic. A two-year course is provided, 
covering the entire field of traffic and transportation. Accoré- 
ing to an announcement by the club, the studies have been 
developed with a twofold purpose; first, to aid railroad employes 
in preparing themselves for better positions, and, secondly, to 
instruct and qualify students for industrial traffic management. 


More than one hundred and fifty members and guests 
attended a dinner meeting of the Traffic Club of Jacksonville 
aboard the Show Boat September 11. The meeting was in lieu 
of the regular luncheon of the club. An unusual program of 
entertainment was presented and short addresses were made 
by John P. Ingle, president of the Motor Transit Company, and 
Leon Forbes, of the N. R. A. staff. R. J. Warrick, president, 
presided. 


A free “smoker” will be given by the Transportation Club 
of Louisville at the Brown Hotel September 28. There will be 
entertainment and a talk by Reverend Charles W. Welch, hon- 
orary member of the club. 


Personal Notes 


E. R. Gardner has been appointed chief traffic officer, Mobile 
and Ohio, succeeding Walter Shipley, who died. E. B. Farrell 
has been appointed freight traffic manager. J. C. Meehan has 
been appointed general freight agent and J. M. Simon assistant 
general freight agent. All will have their headquarters in 
St. Louis. 

Harvey A. Snyder, former general freight agent of the Rock 
Island, died at St. Luke’s hospital in Chicago this week. He 
was seventy-six years old. 

Russell Kennedy, formerly traveling freight agent, B. & O., 
at Birmingham, has been assigned to New Orleans in the same 
capacity. 

John J. Angell has been appointed general agent for the 
Chicago, North Shore and Milwaukee, at Birmingham. His ter- 
ritory is Alabama, Florida, Georgia, and Tennessee. 

J. C. Cumming has been appointed assistant general freight 
and passenger agent, Union Pacific, in Portland, Ore., succeed- 
ing J. P. Cummins, who died. 

L. A. Dalton has been appointed general dairy agent, Dela- 
ware, Lackawanna and Western, with headquarters in Chicago. 
He has been agricultural agent in Birmingham. 

W. B. Wheeler, assistant passenger traffic manager of the 
Grace Line in New York, has been promoted to passenger 
traffic manager, effective October 1, with headquarters in New 
York. He succeeds R. V. Crowder, who is transferred to the 
Pacific coast headquarters of the line. 

Billings Wilson, assistant general manager of the Port of 
New York Authority, was elected president of the American 
Association of Port Authorities at its recent meeting in Toronto. 
Other officers elected were: J. Russell Wait, Houston, first 
vice president; Frank G. White, San Francisco, second vice 
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president; Sam McClay, Vancouver, B. C., third vice president; 
Tiley S. McChesney, New Orleans, secretary-treasurer. 

Frederick A. Kirk, formerly division freight agent of the 
New Haven Railroad at Hartford, has been named vice president 
and general manager of the Starin-Hartford Line. 

Edward J. Gallagher has been elected treasurer of the Boston 
and Maine, succeeding Charles N. Marland, who died. Mr. 
Gallagher entered railroad service in 1912 as secretary to the 
vice president in charge of finance and accounting, and had 
been assistant treasurer since 1928. He is also treasurer of 
the Boston and Maine Transportation Company, the railroad’s 
highway subsidiary. Cashier John C. Parker has been pro- 
moted to the post of assistant treasurer. 

M. W. Clement has been elected to fill the place on the 
board of the Pennsylvania Railroad made vacant by the death 
of Elisha Lee. Mr. Clement is vice president in charge of 
operation. F. J. Fell, Jr., vice president and comptroller, was 
elected to fill the place on the board vacated by Mr. Clement. 

J. W. Cloud has been appointed western dairy agent, Erie 
Railroad, with headquarters at Chicago, succeeding E. V. 
McHugh, who died. E. W. Keiley has been appointed dairy agent 
at St. Louis, succeeding Mr. McCloud, and L. M. Schukei 


has been appointed commercial agent at Peoria, succeeding 
Mr. Keiley. 


FREIGHT FORWARDING AGREEMENT 


National Recovery Administrator Hugh S. Johnson has ap- 
proved a modified presidential reemployment agreement for 
freight forward companies. It provides for a 40-hour week for 
office employes and a 48-hour week for station and warehouse 
employes averaged over a three-monthsg’ period. The minimum 
wage is to 40 cents an hour unless the hourly rate on July 15, 
1929, was less, in which event the latter rate will apply but in 
no event is it to be less than 30 cents an hour in the north 
and 25 cents an hour in the south. 








BEETLE RESTRICTIONS MODIFIED 


The Secretary of Agriculture on September 15 removed re- 
Strictions on the movement of fruits and vegetables under the 
Japanese beetle quarantine regulations from and after that 
day. The restrictions on cut flowers, however, will remain 
until October 15. Under the quarantine regulations, certificates 
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of freedom from the Japanese beetle are required on shipmen, 
on specified kinds of fruits and vegetables until October 15 
The effect of the order is to release fruits and vegetables from 
the certificate requirement a month earlier than is provide 
in the regulations themselves. In announcing the release 
fruits and vegetables from the certificate requirement, the gq, 
retary said that in the last few days the department’s inspec. 
tors had found no beetles in fruits and vegetables. 





















CAR SURPLUS REPORT 


The average daily surplus of freight cars in the Deriog, 
August 1-14 inclusive, was 403,257 as compared with 392,905 jy 
the preceding period, according to the car service division of 
the American Railway Association. The surplus was made u 
as follows: 





Box, 192,763; ventilated box, 1,237; auto and furniture, 35,59): 
total box, 229,501; flat, 17,284; gondola, 71,230; hopper, 43,890; totaj 
coal, 115,120; coke, 852; S. D. stock, 23,491; D. D. stock, 3,683; re. 
frigerator, 11,635; tank, 540; miscellaneous, 1,151. 


Canadian railroads reported a surplus of 27,275, made up of 
24,500 box, 650 auto, 900 flat, 650 refrigerator and 575 miscel. 
laneous Cars. 








TRAFFIC MANAGER—Railroad, steamship, industrial experience, 
Import, export, domestic, customs, rates, claims, warehousing, truck- 
ing; fifteen years last position when organization discontinued; ref. 
erences. Address, A. T. GILROY, 53 Hope Avenue, Rosebank, Staten 
Island, N. Y. 








The Traffic World may be found on sale at the following places: 
Chicago—The ‘Traffic World, 418 South Market Street, 
Washington—tTraffic Service Corporation, Mills Build 

ing, 17th and Pennsylvania. : : 

The Traffic World may be read on the following trains: : 
Great Northern Railroad—Empire Builder, Oriental 

Limited and Winnipeg Limited. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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— P ; ‘ 1. Central Freight Association Docket 
—— dollar public works program exerting a lift 2. Central Freight Association Hearings 
ces; . . . with new jobs created and new purchas- 3. Central Freight Association Coal, Coke & Iron Ore Docket 
in ing power in action, the volume of goods mov- 4. Eastern Commodity Rate Revision Committee Hearings 
wa: ing from producer to consumer is increasing. 5. Illinois Freight Association Docket 
‘ ° ‘ . 6. National Diversion and Reconsignment Committee Hearings 
ntal ; But beware of increased distribution costs— 7. National Perishable Freight Committee Docket 
in serving these suddenly-created markets! 8. New England Freight Association Docket 
? : 9. New England Freight Association Hearings 
You don t need to establish branch ahaa 10. Southern Freight Association Docket 
en- houses to serve new territory. With the 11. Southern Freight Association Dispositions 
LY A.W. A. Plan, you can have all the advantages 12. Southern Freight Association Coal & Coke Committee Docket 
be of expert branch house organization—yet con- 13. Southern Ports Foreign Freight Committee Docket 


fine your expenses to the actual volume of 14. Southwestern Freight Bureau Docket 
goods moving. 15. Southwestern Freight Bureau Hearings 


: . 16. Texas-Louisiana Tariff Bureau Docket 

A.W. A. Warehouses, located in 189 prin- 17. Transcontinental Freight Bureau Applications 
cipal cities, will store and handle your goods 18. Transcontinental Freight Bureau Dispositions 
just as your own branch warehouses would do. 19. Trunk Line Association Docket 


. ade 20. Trunk Line Association Hearings 
All the usual warehouse functions storage, 21. Trunk Line Coal & Coke Committee Docket 


repacking, rebilling, carloading and trucking 22. Trunk Line Coal & Coke Committee Hearings 
will be performed by experienced help. Your 23. Western Trunk Line Docket 
sales agency will be relieved of the responsibil- 24. Western Trunk Line Hearings 
ity of supervision over clerical and laboring help 25. Western Trunk Line Dispositions 
ittin our branch manager and his 26. Joint Hearings of Rate Committees 

-. - permitting y ied 27. Fourth Section Applications 
sales staff to concentrate on their proper duty $8, unite Gest, Guien 
—SELLING YOUR GOODS! 29. Sixth Section Applications 

You have no lease, no labor pay-roll, no ex- 30, Sixth Section Permissions ; 

b d th fh rae wade which 31. New Tariffs and Supplements Filed with the I. C. C. 
penses beyon . ose of handling goo 32. Tariffs Rejected by the I. C. C. 
actually move! Your costs are based on the 98. Savesiintion and Sessendion Ocders 
number of units of your goods that are handled. 34. Suspension Orders Vacated 
You pay on a “‘piece work basis’ for goods 35. Released Rate Orders 
actually stored or distributed. Such flexibility in 56. Express Tarifs Filed with the I. C. C. 

ii bl t k ° orteut 37. Shipping Board Bureau Tariffs—Intercoasta] 
control ing costs enabies you to make importan 38. Shipping Board Bureau Tariffs—Other than Intercoastal 
savings ; and relieves you from the enormous cost 39. Shipping Board Bureau Short Notice Applications 
of a fixed, inflexible branch house overhead. 40. Shipping Board Bureau Short Notice Permissions 


41. Shipping Board Bureau Suspension Orders 
12. Shipping Board Bureau Orders Vacating Suspension 


‘ 7 
Full details of the A. W _ a 43. Tariffs Returned by the Shipping Board Bureau 
Plan of Distribution are con- 44. Consolidated Classification Docket 
tained in lour 32-page booklet, 45. Express Classification Docket 


46. Adoption Notices 

47. Address of Railroads and Steamship Lines Filing First Tariff 
48. Embargo Notices, Modifications and Cancellations 

49. Steamship Sailings 
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BY PACKING 
WITH 


Dentopah 


Dentopak, a soft, flexible packing material designed 
to serve a wide variety of purposes, can save you 
a substantial amount annually ... especially if you 
are now using single-faced corrugated. See its 
money saving possibilities on the chart below .. . 
send today for a free sample roll! 


ROLLS 


Cost 
Per Roll 


eel 
Th bia 


Single Face 
Corrugated....36” 24” 


Dentopak .....36” 14” 


750 $3.50 $4.67 
670 2000 3.20 1.60 


Dentopak SAVING per M. sq. ft. ... . $3.07 


SHEETS 


Single Face 
Corrugated. .24x36 (6000 sq. ft.) $28.02 $4.67 


Dentopak ...24x36 (6000sq.ft.) 10.32 1.72 


Dentopak SAVING per M. sq. ft. ... - $2.95 


Available in sheets or 
rolls up to 62” wide. 





Central Fibre Products Co., Inc. 
CHICAGO, ILL. 


110 N. FRANKLIN ST. 
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Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) 
been added since the jiast issue of The Traffic World. New 
ments now on the Ceommission’s docket of dates later than 
shown will not bear asterisks when they do appear. Cancelj; 
and postponements announced too late to show the change ip 
Docket will be noted elsewhere. 


September 18—Columbia, Tenn.—Examiner Griffin: 
25717—Town of Pulaski, Tenn. vs. A. T. & S. F. Ry. et al. 


September 18—Tulsa, Okla.—Examiner Cheseldine: 
15156—Sinclair Oil & Gas Co. vs. Pa. R. R. et al. 
25166—Sinclair Oil & Gas Co. vs. A. T. & S. F. Ry., et al. 

September 18—Washington, D. C.—Examiner Hosmer: 
25630—In the matter of divisions of joint class rates in Official ter. 

ritory. 
26141—Chesapeake Western Ry. vs. A. C. & Y. Ry. et al. 

September 18—Omaha, Neb.—Commissioner Porter: 

25998—Scoular-Bishop Grain Co. vs. M. & St. L. R. R. et al, 


September 18—San Antonio, Tex.—Examiner Sullivan: 
Finance No. 9689—Joint application of T. & N. O. R. R., La. Weg. 
ern R. R., M. L. & T. R. R. & S. S. Co., I. & V. R. R., Frankly 
& Abbeville Ry., L. C. & N. R. R., Houston & Shreveport R, p 
G. H. & S. A. Ry., Houston & Texas Central R. R., Houston Eas 
& West Texas Ry., S. A. & A. P. Ry., Dayton-Goose Creek Ry, 
Texas Midland R. R., and Gulf & West Tex. Ry. to consolidat 
their properties; and of the Texas & New Orleans R. R, {gy 
authority to issue capital stock and to assume certain liabilities, 
September 18—Chicago, Ill.—Examiner Trezise: 
25754—Vitrolite Co. vs. A. T. & S. F. Ry. et al. 
September 18—Washington, D. C.—Examiner Disque: 
26080—North east Kentucky Coal Bureau vs. C. & O. Ry. 


September 18—Washington, D. C.—Examiner Sharp: 
* 20769—In re charges for protective service to perishable freight. 
September 18-19—Argument at Washington, D. C.: 
23314—Corporation Commission of N. C. vs. A. & R. R. R. et al. 
23436—R. R. Commission of S. C. vs. Alcolu R. R. et al. 
23420—Transportation Bureau of Spartanburg, Chamber of Conm- 
merce vs. A. G. S. R. R. et al. 
23313—-Traffic Association of South Atlantic Ports et al. vs. A. & 
R. R. R. et al. 
1. & S. 3778—Coal between southern points. 
September 19—Chicago, Ill.—Examiner Trezise: 
25919—Hartford Faience Co. vs. B. & M. R. R. et al. 
September 19—Tulsa, Okla.—Examiner Cheseldine: 
690—Cities Service Oil Co. et al. vs. Alton R. R. et al. 
September 19—Washington, D. C.—Examiner Brinkley: 
eg Dkt. No. 1193—Sacramento Northern Ry. and West Side 
mn. Bs CO. 


September 19—Omaha, Neb.—Commissioner Porter: 
26027—S. A. Neely and B. E. Neely, co-partners trading as Neely 
Oil Co. et al. vs. Alton R. R. et a. 
September 19—Washington, D. C.—Examiner Walter: 
Valuation Dkt. No. 1188—Terminal Ry. Alabama State Docks. 
September 20—Chattanooga, Tenn.—Examiner Griffin: 
18188—Hubbuch Glass Co. et al. vs. M. P. R. R. et al. 
1. & S. 3130—Southwestern Rates. (Further hearing.) 
September 20—Ft. Wayne, Ind.—Examiner Witters: 
25740—Container Co. vs. A. & S. R. R. et al. 
September 20—Argument at Washington, D. C.: 
24104—Big Sandy Fruit Co. et al. vs. A. & E. R. R. et al. 
24881—Carolina Shippers’ Assn., Inc. et al. vs. N. S. R. R. et al 
25441—Carolina Shippers’ Assn., Inc., et al. vs. A. C. L. R. R. et al. 
September 20—Tulsa, Okla.—Examiner Cheseldine: 
23854—Cities Service Oil Co. et al. vs. C. & N. W. Ry. et al. 
September 20—Omaha, Neb.—Commissioner Porter: 
23093 (and sub. 1 to 23, incl.)—A, D. West et al. vs. A. T. & S. F. 
Ry. et al. (further hearing). 
ae of N. J.—Board of Public Utility Commissioners 
oe 2m. 2.3 
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Finance No. 9890—Joint application of Chester R. R., Morris & 
Essex R. R. and D. L. & W. R. R. for permission to abandon a 
line of railroad in Morris County, N. J. 


September 20—Washington, D. C.—Examiner Taylor: 
25812—American Highway Freight Association, Inc., vs. Railway Ex- 
press Agency, Inc. 
American Highway Freight Association, Inc., vs. Southeastern 
Express Co. et al. 
September 21—Marshalltown, Ia.—Examiner Worthington: 
25856—Western Grocer Co. et al. vs. M. & St. L. R. R. et al. 
September 21—Argument at Washington, D. C.: 
24093—-John W. Eshelman & Sons vs, Pa. R. R. et al. 
25394—-Southern Ruralist Co., Inc., vs. C. of Ga. Ry. et al. 
25507—Riegel Paper Corp. vs. N. Y. C. R. R. et al. 
September 21—Washington, D. C.—Examiner Smith: 
16747 and Sub. 1—George W. Pyott Sand & Gravel Co. et al. vs. 
A. T. & S. F. Ry. et al. 


September 22—Chicago, Ill—Examiner Trezise: 
26109—Biggio, Inc., et al. vs. A. C. L. R. R, et al. 
September 22—Birmingham, Ala.—Examiner Griffin: 
25682 Bragg, Millsaps & Blackwell vs. L. & A. Ry. et al. 
25702—W. B. Collins Cotton Co. vs. A. G. S. R. R. et al. 
September 22—Indianapolis, Ind.—Examiner Witters: 
552i—John Parent Co. et al. vs. A. C. & Y. Ry. et al. 
24388—Chamber of Commerce of Greenville, O., et al. vs. A. C. & 
Y. Ry. et al. 
September 22—Des Moines, Ia.—Examiner Worthington: 
25758—State of Iowa, ex rel, Board of Control of State Institutions 
vs. C. M. St. P. & P. R. R. et al. 
September 22—Oklahoma City, Okla.—Examiner Cheseldine: 
1. & S. 3886—Hay from Louisiana and Texas to Alabama. 
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ria Gateway 


Where 14 trunk lines meet 


Speed and economy are both 
essential today. Both 
achieved by shipping via 


are 


-P.& P.U. Ry. and Peoria, Ill. 


Peoria is the logical transfer 
point and transfers, by P. & 
P. U., are made in a few hours. 


Switching Service Between: 


Peoria & Pekin Union Ry. Co. iNinois Central 

Alten R. R. iNMinels Terminal R. R. System 
Atchison, Topeka & Santa Fe Inland ays Corporation 
Minneapolis & St. Louls 

Now York, Chicago & St. Louis 
Pennsylvania Railroad 

Peoria Terminal Company 

Toledo, Peoria & Western 


Chicago & Iilinols Midland 
Chicago, Rock Island & Pacifie 
Cleve., Cin., Chi. & St. Louis 


Address E. F. STOCK, Traffic Manager 


PEORIA ann PEKIN UNION 
RAILWAY COMPANY 


Inquiries Solicited. Union Station, PEORIA, ILL. 





Rate History— 
Its Importance 


In rate cases perhaps the most important feature 
is the exhibits, especially those showing rate com- 
parisons. The witness uses them as the basis of his 
testimony and the attorney relies on them in pre- 
paring his brief and argument. Exhibits, however, 
are of little value unless properly explained and the 
rates used for comparison are of little probative 
value unaccompanied by evidence as to the condi- 
tions that produced them. Before setting up rates 
for comparative purposes, therefore, it is well to 
delve into their history, where possible, to avoid 
using those that might act like boomerangs. 


One must get at the inception of these comparative 
rates before he can test their probative value. 
Courts and commissions recognize this. A statute 
may appear to have a certain meaning but tribunals 
look behind the form to get at the substance. This 


getting at the substance is called divining the “leg- 
islative intent” and can be done only by delving 
deeply into the history of the statute. The Supreme 
Court has held that tariffs and rates have the force 
of statutes. It is well, therefore, to get at the 
“legislative intent” that produced a rate before using 
it for comparison. 


Much rate history is to be found in the records 
and decisions of the Commission. We specialize in 
digging it out; also in preparing chronological state- 
ments of rates, classification ratings, commodity de- 
scriptions, etc., as far back as they are wanted. 


The Traffic Service Corporation 


Mills Bldg. Washington, D. C. 
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B. Cole & Sons et al. vs. M. P. R. R. et al. 
25184—-George Thompson et al. vs. B. & O. R. R. et al. 
25411—Sunderland Bros. Co. vs. Alton R. R. 

So 23—Oklahoma City, Okla.—Examiner Cheseldine: 
- 3889—Spelter from Ark. and Okla. to Chicago, etc. 


Rat chai 23—Argument at Washington, D. C.: 

24529 (and Sub. 1)—American Scrap Material Co. (Charles pg 
MacRae, Trustee) vs. B. & O. R. R. et al. 

September 25—Cedar Rapids, Ia.—Examiner Worthington: 
25831—E. Cohn & Son vs. C. R. & I. C. Ry. et al. 

September 25—Dallas, Tex.—Examiner Cheseldine: 
14404—Atlas Metal Works et al. vs. A. ; = 2 Ry. s* = i 
17711—_Wyatt Metal & Boiler Works vs. B. & O. R. et al, 


September 25—Birmingham, Ala. iene Mi beg 
21377—W. S. Dickey Clay Manufacturing Co. vs. A. & R. R. R. et aj 
18189—-Birmingham Sash & Door Co. et al. vs. A. & V. Ry. et aj 


September 22—Argument at Washington, D. C.: U 
24899—A 





September 25—Argument at Washington, D. C.: } ALBA 
24963—Apache Powder Co. vs. S. P. Co. st al. } PHILA 
25292—-Shelbina Milling Co. et al. vs. C. & Q. R. R. et al. } ~NORF' 
—_, (and Sub. 1)—John B. Busch waite Co. et al. ve. C. Rj BALTI. 

Ry. et al. BOSTC 


25530. Tevros Packing Co. vs. A. T. & S. F. Ry. et al. 
25529—Tovrea Packing Co. vs. A. T. & S. F. Ry. et al. 


September 25—Chicago, Ill.—Examiner Trezise: 
26051—J. K. Dering Coal Mining Corp. et al. vs. I. C. R. R. et al, 





Quick delivery 


will help sales—now! 


Pn at 
Atlas automatic sprinkler equipped warehouses are ready to speed up your September 25—Waco, Tex.—Examiner Sullivan: 
deliveries. Ship to us by rail, truck or steamer. Fifteen car track capacity, Finance No. 10022—Joint Application St. L. S. W. Ry. and Stephen. 
two docks with water deep enough for any freighter on the lakes—Norwegian ville North & South Texas Ry. for permission to abandon lines 
freighters from Oslo come direct to us with merchandise for storage. of railroad in Hamilton and Erath Counties, Tex. 
Atlas at Milwaukee is in a position to help you—with fast and economical September 26—Chicago, Il.—Examiner Trezise: 
deliveries. 26049—Swift & Co. vs. T. & P. Ry. et al. 


September 26—Birmingham, Ala.—Examiner Griffin: From | 
24626—Lone Star Cement Co. (Ala.) vs. Santa Fe et al. 


STORAGE COMPANY a _ yeas oe ae yy doing business as Fies & From 



























} oat . * . September 26—Dallas, Tex.—Examiner Cheseldine: 
748 West Virginia St. Milwaukee, Wisconsin 25700—Pollock Paper & Box Co. vs. B. & O. R. Ret al. Betw 
Represented by: September 26—Argument at Washington, D. C.: 
25473 (and Sub. 1)—Ohio-Kentucky Associated Industries vs. Alton 

m KR. ot al NEV 
DISTRIBUTION SERVICE, INC, September 26—Washington, D. C.—Examiner Shinn: PHII 
100 Broad St. 427 W. Erie St. 625 Third St. Fourth Section App. No. 15195, filed by Virginian Ry. et al. BAL 
New York, N. Y. Chicago, Ill. San Francisco, Cal. September 26—Washington, D. C.—N. C. Corp. Comm.: TAI 
es a * Finance No. 9753—Application Norfolk Southern R. R. Co. and its MC 
Fast distribution to six states waite for permission to abandon the Columbia and Oriental BO! 

ranches of said company. 
from MILWAUKEE September 26—Superior, Wis.—Public Service Commission of Wiscon- D 

sin: 

PPL 


UNITED FRUIT 


Will you do everything 











"aoe you can to improve your job— 
FLEET or get a better one—quickly? 








By experience alone it requires years to learn Traffic Manage- 
ment. It is a technical subject—ask any traffic man. 

Build on what experts in the business have learned before 
you; then you will make fast progress. 






Regular Freight and Passenger Service 

























BETWEEN cow . ¢ Satan angers sonar —— that —, 
. orten the long years of preparatory wor each your goa 

New York, New Orleans, Boston and San Francisco of a better position oddly by stedy. 
AND We have practical, not theoretical, residential courses; also 


courses by mail, in 


TRAFFIC MANAGEMENT 
and 
TRAFFIC LAW 


The faith and confidence of our graduates has given us our 
reputation—proved by their accomplishments. 

The booklet “Get a Real Grasp on Traffic’ explains these 
courses in detail. Former students tell in it what the instruc- 
tion has done for them; employers tell what it has done for 
their employees. Send your name and address and the 
booklet will be furnished without obligation. 


College 
of 
Advaneed Traffie 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 







Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Pier 8, North River, New Yerk, N. Y. 
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e> 2. ee 
riser Long Wharf, 821 St. Chartes 8t., One Subject—Well Taught 
Beston, Mass. New Orieans, La. Address—Dept. W. 





330 S. Wells St., Chicago, Il. 299 Broadway, New York City 





General Offices: One Federal Street, Boston, Mass. 
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NEW YORK TO OR FROM 





QUAKER LINE 


Regular Intercoastal Service 



























Between 
New York, Albany, Philadelphia, Norfolk, Baltimore 
rr) and 
a Cristobal (Canal Zone), San Diego, 3 NEW ELECTRIC LINERS 
Los Angeles, San Francisco, Oakland, pease 
Alameda, Portland, Seattle and Tacoma PV Game melelemnae), | al Me tp 4 3 D yWAS 
For Rates, Schedules and other particulars apply 
. etal ie 
et al 17 Battery Place, New York 4 S. S. PENNSYLVANIA 
AAR tee SHAS cat ling San Diogo. (Westbound): Los Angeles Sen France 
PHI —The Bourse ulf Building lego estbound)-Los Angeles-San Francisco 
K— E. * ; ss ‘ 
, Ra NPD RE Keres Deldien™ DEON, Onin 12 Riverdale St. Regular fortnightly sailings. 13 Days Coast-to-Coast in 
BOSTON—33 Broad Street EASTON, PA.—Drake Building either direction. Thoroughly modern freight facilities 





and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 


‘sl! MOOREMACK GULF LINES A. a ae 





Pennsylvania. Sept. 30; Nov. 11 California .. Sept. 23; Nov. 4 
WEEKLY SAILINGS California . . Oct. 14; Nov. 25 Virginie. . . Oct. 7; Nov. 18 
From ee een ene ORLEANS and MOBILE Virginia. . . Oct.28;Dec. 9 Pennsylvania. Oct. 21; Dee. 2 
and vice versa. 
, and fortnightly thereafter 
es & From BALTIMORE to NEW ORLEANS and MOBILE direct or transhipment vd 


at PHILADELPHIA and vice versa. Los Angeles tnd day following 


Between NEW ORLEANS and TAMPA 


from 
MOORE and McCORMACK, Inc., Agents fi onama P. acific Sine 





\lton For rates end other information, apply to the nearest of these offices: 7 ALL 

NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bids. meumenmenes = EW STEAMERS »* 

PHILADELPHIA, Bourse Bldg. DETROIT, Industrial Bank Bldg. vise a A “ns mage <n en —_ ) SORRY 

'o e evelaud, 
wie” pia ms ene (Wost 28rd Bt) Tot Clio et00 1 Broadway, New York City 
, Stove . Bidg. 3 \ % gan Ave. a . 
| its} MOBILE, Mesher Bldg. PITTSBURGH, Oliver Bids. Philsdsiphie, 116 Walnut Street Boston, 84 seats Breet B 
’ ’ 4 . a ree t > 5 
ntal I} BOSTON, Pier 40, Hoosec BATON ROUGE, 1758 Government St. Pittsburch, Arcade, Union Trust Bids. Los Angeles, 5488. Spring Bt. 
mn Docks, Charlestown ST. LOUIS, Railway Exchange Bldg. phere eo Niellh nna — ae oe ee 
RAP PPP PPP LPP PLP PP PPP PPP PP PLP PAP LLLP LPP ALP LPL LPP ALP ALP APL AL APRAL ADAP AP ALP ADPAPALPAPADPAL APA | 

an ‘ 





Shipper Said: 


About merchandise bound for the Orient, 

‘“‘Why should I worry how it goes, just so 

it arrives?”’ But, indeed, Oriental buyers 
are today as exacting as American buyers. 
When they order merchandise WHETHER 
OR NOT THEY SPECIFY THE ROUTE, 
they expect their shipment in the shortest pos- 
sible time. They will appreciate your courtesy 
if you ship VIA SEATTLE and the American 
Mail Line to all Oriental ports. You'll save 
them time. 















An American Mail Line President liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Service aug- 
mented by fleet of fast cargo liners to ports of 
Japan, China and the Philippines. Depend on the 
American Mail Line. 





BUFFALO 


FREIGHT TERMINAL 










For information, apply desk No. 6 











Bs Whee Bs sa hs cdcescvcves New York 
1714 Dime Bank Blidg............. Detroit 
ie ye ies eecnorsars x ee ee 
io ust , ASCAEE. cccces elanc 
Five modern plants. Rail and water locations. ali dg — ” - 
Inside and outside switch tracks with capacities eneral Freight Office 
of 148 freight cars. Dockage for 7 lake steamers. 740 Scuart Bailding ...ccccccccccsecs Seattle 















Negotiable warehouse receipts. Daily reports. 
Monthly inventories. Write for complete 
details to 





AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


BUFFALO FREIGHT TERMINAL AND WAREHOUSE CO. 
1504 Liberty Bank Building, Buffalo, N. Y. 
Thos. H. Hanrahan, Pres. John L. Keogh, Mgr. 
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We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery _ 


350-354 West Erfe Street 


FREIGHT RATES FOR SHIPPERS 
HARTMAN’S 


Eastern Freight Rates gree Teitories 


Western Freight Rates — Covering class and 
Hartman’s Chicago Guide — Freisht, farce! 


Publications sent on approval 732 Federal Street, Chicago 


“OPPORTUNITIES 


In Traffic Management” 


“Opportunities in Traffic Management,” a 
64-page book, FREE, should be read by every 
man seeking advancement in traffic work. 


PEt Ti 
Passeueseececescusesesasast 


This book points the way to the higher 
positions in the field of Traffic Manage- 
ment. It tells how men once on small 


of financial success. Many LaSalle- 
trained traffic managers—both in the 
railroad and industrial field — now com- 


The Traffic World 


Vol. Lil, No, 1 


Finance No. 9985—Application D. S. S. & A. Ry. for Permission 
abandon its line between Marengo Jct. and Superior, Wis . 
Finance No. 10007—Joint Application Northern Pacific Ry, D. § 8 
& A. Ry., Wisconsin Central Ry., and A. E. Wallace, receiver 

Wisconsin Central Ry., for authority to the D. S. S. @ Ry! 
to operate over the Wisconsin Central Ry. between Marengo ia 
and Ashland, Wis.; to operate over the Northern Pacific Ry 
tween Ashland and Superior, Wis., and to construct a connect 
ing track at Marengo Jct., Wis. 
September 26—Washington, D. C.—Commissioner McManamy: 
* 13413—Petition of Southern Pacific Co. 
September 27—Chicago, Ill_—Examiner Trezise: 
25975—-Dryden Rubber Co. et al. vs. B. & O. R. R. et al. 
September 27—Dallas, Tex.—Examiner Cheseldine: 
25886 pan Sub. 1—Magnolia Pipe Line Co. vs. A. T. & S. F. Ry 
et al. , 
September 27—Washington, D. C.—Examiner Boat: 
Fourth Section Application No, 15235, as amended, by F, A, Igy. 
land, agent. 


September 27—Moline, Ill.—Examiner Worthington: 
18770—Moline Consumer’s Co. vs. C. B. & Q. R. R. et al. 
21223—Traffic Bureau, Moline Association of Commerce, et al, yg, 
A. & E. R. R. et al. 
21020—Traffic Bureau, Davenport Chamber of Commerce, et qj 
vs. A. & E. R. R. et al. 


September 28—Dallas, Tex.—Examiner Cheseldine: 
= i. ag 1—Albuquerque Natural Gas Co. et al. vs. Altop 
" et al. 
25684—Community Natural Gas Co. vs. C. R. Il & P. Ry. et al, 
September 28—Chicago, Ill.—Examiner Trezise: 
1. & S. Dkt. No. 3861—Coal, Springfield District to Peoria-Pekin, 1], 
23130—Intrastate rates on bituminous coal between points in Illinois 


September 28—Osage City, Kan.—Examiner Sullivan: 
Finance No. 9944—Application A. T. & S. F. Ry. for permission to 
— line of railroad extending from Quenemo to Osage City, 
ans. 


September 28—Washington, D. C.—Director Bartel: 
3666—In the matter of regulations far transportation of explosives 
and other dangerous articles by water (further hearing). 


salaries have demonstrated their ability 
to make savings for the companies they 
work for and thus rise to more respon- 
sible positions. The field of Traffic Man- 
agement offers real opportunity only to 
the man who knows. Spare time study 
and the will to succeed have pushed 
scores of traffic employees up the ladder 


mand salaries of $4,000, $6,000 a year 
and better. Investigate! Send for this 
free book today. Find out how you can 
qualify for these higher positions through 
LaSalle home-study training and guid- 
ance. Write now for your free copy of 
“Opportunities in Traffic Management.” 
Address— 


You may obtain all the advantages of 


Branch House Service 


By using the facilities at the 


LaSalle Extension University, Dept. 995-T, Chicago, IIl. 


disposal of all customers of 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Fermerly Attorney and Examiner 
Interstate Commerce Commissien 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 
Atorney--Law and Cartiod Plc Azountan 


S alizing in 
INTERSTATE COMMERCE CLAIMS and FEDERAL TAXES 


1721 Morton Buildi: 208 W. Washingten St. 
CHICAGO, IL 1 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


KEDNEY WAREHOUSE Co. 


at surprisingly reasonable cost. 


Minneapolis 
Minn. 


St. Paul 
Minn. 


Grand Forks 
N. D. 


Fargo 
N. D. 


TRAFFIC MANAGERS 


T. J. MCLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Cemmission Cases and 
Commerce 


Specialists 


Departmental Service 
713 Mills Bldg. 
WASHINGTON, D. C. 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuatiens 
643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


* 
-SOSSSCESSSSARASHSSSSCSSSSESCASSSHSESSKAKESSSSERESETERSREESEEEeeseesseeeEeseeseaseeeee, 


Valuation 
Experts 


(TANK, REFRIGERATOR and POULIRY CARS 
Modern in desiqn-maintained in perfect condition 


NORTH AMERICAN CAR CORB. (°!") 327 sourm 1rasamse sr. 


CHICAGO 





